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Instructions to Section Foremen in India. 
East Inp1a, BENGAL, August, 1883. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

I bave been much interested in your articles to section 
foremen and hope they will be continued. There is not the 
slightest doubt that many section foremen and even road- 
masters are lamentably ignorant on many points connected 
with their work. Most of the former have arule of thumb 
for doing work and appear to think that their way is the 
best, and as a matter of course they never try any other. 
There are several reasons for this : 

1. Very little information about permanent way work 
can be obtained from books, and that little is not always 
reliable, being written by theoretical instead of practical 
mep. For instance, a Mr. Drake, of Bombay, iu his instruc- 
tions to plate-layers, states that the ends of the rails should 
always be left one-sixth of an inch apart to allow for ex- 
p2nsion. He says nothing about the temperature or the 
length of rail, although we use rails from 17 fr. to 30 ft. in 
length. 

2. The duties of a section-master allow but little time for 
self-improvement, and it requires a strong resolution indeed 
to enable a man to sit down and study after working hard 
all day, knowing that he must be up and out at daylight on 
the morrow. 

3. The supply of reliable men is so limited that any man 
who has a fair knowledge of the work, and is sober and in- 
dustrious, is always sure of a situation, and unless a man is 
ambitious he settles down to the idea that it’s no use bother 
ing himself to learn new-fangled ways of doing things while 
he can get on without them. 

4. When a section-master here has by years of hard work 
and study combined qualified himself fcr the position of 
road-master, it is seldom he gets the situation ; but when- 
ever a vacancy occurs, some lad fresh from college is pitch- 
forked into the post, and, to make matters worse, the section- 
master is supposed to teach him the work, and in many 
cases has to do it altogether. 

Theory is all very well in its way, and the man who has 
both theory and practice at his command, must be a better 
man than he who has only one to depend on. I could give 
many instances on both sides. I know a good practical man 
who laid in @ cross-over on the 5 ft. 6 in. gauge with the 
same distance from crossing to point that he had used in 
England on the 4 ft. 81¢ in. gauge; another who had twenty 
years’ experience on the 5 ft. 6 in. gauge had made a rule 
that 10 times lead of crossing was the proper distance, aud 
this he used measuring from nose of switch, although some 
times they were 12-ft. and at others 18-ft. or 20-ft. switches, 
and the heel of switch was a fixed distance, and to make 
matters worse he insisted that bis rule would apply to any 
gauge. 

Switches and crossings are a sure point, and nearly every 
engineer, road, and section-master bas a rule of his own, 
and thinks that he knows more than any one else on this 
point. This is scarcely to be wondered at, for out of twenty 
formule by Hencke, Summerson, Trautwine, Donaldson, 
Jones, Molesworth and others only two agree. The form- 
ula given by Waterman Stone is one of the best I have 
seen, if a split-rail switch is used, and it agrees very nearly 
with one I made for myself many years ago, and which has 
been thoroughly tried and given every satisfaction on some 
of the leading roads in India, 

The formula given for finding the distance between the two 
crossings in a cross-over track is a good one, but it cannot 
always be used on account of want of room; besides where 
lines are 30 to 40 ft. apart, a great quantity of material is 
wanted, and it does not look so well as a reverse curve, Can 
any one give me a rule for this case? Say lines 20 ft. 
apart, curve reversing midway between the two lines, gauge 
5 ft. 6 in., crossing 1 in 10? I have some very pretty cross- 
overs laid out by the eye, but I want a rule to apply to 
every case. Another point: Supposing gauge 5 ft. 6in., 
crossing 1 in 10, distance between tracks 6 ft. This would 
make it 5 ft. from nose to nose of crossing, but this cannot 
be correct. I find 8 ft. 2 in. the best distance, but some 
men say 7 ft. 6 in. and others 9 ft. We cannot all be right. 
but who is wrong, and how is it to be proved? I hope to 
have an answer from some of your numerous corresondents. 
INQUIRER. 








New Railway Carriages for Buenos Ayres. 


TO THE EDITOR OF THE RAILROAD GAZETTE : 

The Great Southern Railway of Buenos Ayres is having 
some stylish carriages built in England which combine to a 
certain extent the characteristics of both the American and 
English type. The order, which is for 102 vehicles, consists 
of 2( first-class family sleeping cars, 32 composite cars con- 
sisting of one-half first-class sleeping and the other half sec- 
ond class; 5 first-class saloons, 5 first-class compartment 
cars, 20 second class and 20 luggage and brake vans, so that 
first-class trave’ 2rs may have their choice of riding in a pri- 
vate compartm. 4, as in England, or an opea car as inthe 
States. The carriages are being constructed from the de- 
signs of Mr. Jamas Livesey, C. E., London, who is the Eagi 
neer, and comprise several novelties, more especially in the 
system of ventilation. As the rolling stock is wanted 


quickly the order has been distributed among several of the 
leading E.glish firms of carriage builders, viz., the Metro- 
politan Co., Birmingham, the Bristol Wagon Works Co., 
the Lancaster Wagon Co. and the Gloucester Wagon Co., 
and I understand a portion of the stock has already been 
completed. 

All the vehicles have six wheels with rigid wheel-base, 
English style, and all except the compartment carriages and 
the brake vans have the entrances from end platforms. The 
principal dimensions of these latter cars are as follows: 
Length over platforms, 34 ft.; length of body, 29 fé.; 
width, 10 ft., and height from floor to centre of clear-story 
roof inside 8 ft. 9 in., the wheel-base being 19 ft., and the 
gauge of railway 5 ft. 6 in. The underframes are of a 
massive character, made of channel iron, 10 in.x3}¢ in. 
section, the wheels of solid wrought iron with 8 pairs of 
spokes, and having steel tires and axles; axle-boxes of 
Beuther’s patent, buffers at the corners, with laminated 
steel springs, which are connected also to the screw couplings 
at_ the centre. The bearing springs are of laminated steel, 
the carriage being suspended from their ends by vertical 
Poolts which take the scroll irons, an india-rubber spring 
being introduced at the junction. This plan allows more 
freedom in passing curves than the rigid shackle attachment 
zenerally used. The horn plates of the centre axle boxes 
ilso admit of the wheels having a certain amount of lateral 
motion for the same reason. A chain brake worked from 
xither platform is applied to the end wheels by eight blocks. 

The body framing and panels throughout are of East 
(ndian teak, the exterior being well varnished, so that the 
srain of the wood is seen, and decorated with gold lines and 
»orners around the panels, the company’s c2at of arms in 
2»lors being paiated on a shield in the centre. The roof and 
loor boards are of Baltic deal, the former being double 
with an air-space between, and covered with waterproof 
sanvas. A sunshade projects on each side, made of teak 
‘astened to cast-iron ornamental brackets. 

The first-class saloons accommodate 34 passengers, the 
seats being arranged each side of gangway, back to back ; 
shey are of an elaborate character, being mide from black 
walnut, and are ornamented by incised gilt line patterns and 
sarved work. The seat and back frames are caned and fur- 
1ished with movable cushions of blue moroce), the elbows 
deing upholstered to match. Tae space between each pair 
of seats is provided with a small walnut table, hinged to fall 
iown when not in use, and supported when up by a brass 
standard. Each window has a louvre sua-blind, made in 
iwo halves and covered with wire ga1z3, which works up- 
vard into the space above the windows, while the latter 
lrops down into the lower framing when open. Both win- 
lows and sun-blinds are furnished with Gre2nwood & Hill’s 
yatent stops, by which they can be retained in any desired 
,osition. These stops consist of a s2ries of brass rollers 
which fit in the recesses of a rack let into a groove 
n the edge of the glass frame, the effect being 
ihat a movement of the frame downward causes them to 
vedge, or jam, between the frame and pillar of 
ihe carriage sufficiently tight to remain where 
laced, whilst an upward movemeut frees them. Over 
he windows, parcel nets, having fluted rods of wal- 
1ut, with brass knobs at their ends, and supported by brass 
orackets, are fixed, and over these a row of ornamental 
‘retwood panels of sitia-wood. Behind each panel is a 
liding ventilator covered with silk to keep outdust. Three 
ventilators are connected together and worked by a brass 
1andle. Similar ventilators are also placed in the roof of 
‘he clear-story. The ceiling, ends and sides are panelled 
vith satinwood, relieved with walnut facias, the side and 
¢nd pilasters being fluted and cut with incised work to cor- 
cespond with the seats, ani the cornice molding elaborately 
rarved. At one end two mirrors with baveled edges are 
ylaced. The clear-story is provided with hinged windows 
of ornam2ntal ruby glass along the sides; the small panels 
below them are finished with a ground of dead gold, witha 
lowing pattern pencilled on. The end doors are made of 
teak and walnut, to match the ofttside and inside of the car- 
ciage respactively ; the upper panel consists of nine pieces of 
beveled plate glass arranged ina frams, the central and 
larger square having the monogram of the company etched 
om it; the lower panel is gilded and painted with a pattera 
in moaochrom2. Aft one end of the carriage ara two small 
sompartments, one being a private coupé for two persons, 
and the other a lavatory provided with water closet, wash- 
basin, filter and the usual accessories, all the fittings bsing 
electro-plated,and an iron tank is fixed at one end of the clear- 
story for the supply of water. The floor is covered with 
floor-cloth, with an Axminster carpet down the gangway. 
Eight lamps of the Eaglish pattern, which may be lit 
from the outside, and having zinc protectors, are susp2nded 
trom the clear-story roof. 

The family sleeping-carriages are divided into two sepa- 
rate compartments by a division in the centre, and are 
fitted up in a somewhat similar manner to the saloons, but 
arranged so that the seats can be tarned into beds at night. 
The seats, in this instance, run longitudinally down the 
sides of the carriag:, being divided into lengths of about 6 
ft. by fixed elbows or bulkheads. Each length is mounted 
on pivots by an ingenious arrangement, so that it can be 
turned upside down. A spring mattress contained in a well 
beneath the seat then becomes the top, and form; the bed, 
whilst the pillows and bed clothes are also kept in the same 
recess ; the back for this purpose is provided with hinges, so 
that it will fall dow upon the seat, to which it is then se- 
cured. A row of upzer berths with mattresses, etc., are 
also suspended from the roof and fixed in such a manner 
that they can b> folded up against the ceiling when not in 





use, being retained by springs and balance weights. The 
underside of these berths is panelled in satinwood with wal- 





nut facias, and form, as it were, the ceiling in the daytime. 
Tables with falling flaps on each side are fixed in the centre 
of the car, and a lavatory provided for each division at the 
end. There is also a small private compartment to seat four 
persons. 

The compartment first-class carriages are divided into five 
compartments, the entrance doors being at the sides, and 
they have no clear-story. Both cane seats and backs and 
removable cushions are supplied. The upper part of parti- 
tions over the parcel nets is panelled in satinwood, and the 
ceilings with a series of fluted panels, the borders being of 
walnut. The end divisions have only one row of seats, end 
windows being substituted for the other row, and a narrow 
table the full width of the carriage is fixed underneath. 

The second-class seats are placed crossways, back to back, 
each side of the gangway, and are formed of laths of teak 
with spaces between, running lengthways of the seats, 
which are curved to a comfortable shape. A lavatory is 
fixed in one corner. 

The composite first-class sleeping and second-class cars 
are divided into two parts by a centre partition, the re- 
spective styles of each being the’same as already described 
above. 

The brake vans are built in the English style in one com- 
partment, with a glass lookout over the roof at one end, and 
a projecting seat and window on each side, so that the guard 
can see the top and sides of his train. A dog-box is fixed at 
one end and folding doors for luggage on each side. 








The Green Mountain Railroad. 


The Bangor (Me.) Mining and Industrial Journal gives 
the following description of the Green Mountain Railroad, 
which was built last season from the base to the summit of 
Green Mountain, on the Island of Mount Desert, in Maine, 
and which has been in successful operation through the 
season : 


The survey for the Green Mountain Railway was made in 
December and January, 1882-83, by Mr. ‘Alden F. Hil- 
ton, formerly Engineer of the European & North American 
Railway. The mountain at the time was covered with snow 
and ice, and during the entire progress of the survey the 
mercury indicated nothing above a zero temperature and 
was some of the time 8 degrees below. The point first 
selected turned out to be the very best location on the whole 
mountain and was followed in the construction of the line, 
as was also the whole general plan proposed by Mr. Hilton. 
He was called away, however, on the Megantsc survey, and 
Mr. Warren Nickerson, of Orrington, was employed as con- 
structing engineer, under whose supervision the entire work 
of construction was performed. 

In undertakings of this character, heretofore, one of the 
chief obstacles has been the lack of water at the summit of 
the several mountains. On the very top of Green Mountain 
is a spring of water which, the oldest inbabitant says, never 
fails. The overflow from this spring is joined by that from 
other springs further down the mountain and furnishes an 
abundant supply for all purposes at several points conveni- 
ent to the roadway.! Near the summit there is also a 
growth of spruce timber, from which all the timber for 
wharving and stringers was obtained. Singularly enough, 
it took every stick of sufficient size for the purpose from the 
growth. The timber was, for the most part, moved to the 
work by oxen—excepting that upon the steepest grades it 
was impossible to work oxen over the smooth ledges, and in 
some places the logs were moved nearly 500 ft. by the men 
themselves, it requiring sometimes as many as 18 men to 
move one of the longer sticks. 

The road for the most part, and over all heavy grades, 
is constructed upon the solid ledge. Grades about lin % 
where the stringers (lonzitudinal timbers) rest directly on 
the ledge, an iron bolt (134 in. iron) is driven through the 
timbers and into the ledge at intervals of 6 ft. Where, in 
order to make regular grades, the stringers are raised 
above the surface, bed ties are used every 6 ft., aud back 
of every bed tie, on all ledges, two and three 1}4 in., iron 
bolts are firmly set into the ledge. Not only this, but all 
longitudinal timbers upon the bed ties are bolted to them 
with the 114 in., bolts, and every stick resting upon the 
ledge is carefully fitted to its inequalities, some 60 first-class 
shipcarpenters and axemen having been employed upon the 
work expresly for this purpose, at prices ranging from 
to 75 per cent. above the cost of labor in ordinary railroad 
construction. The stringers were all laid true to grade, and 
the centres given from the instrument on every bed tic. 

The track ties (sleepers) are laid directly upon the string- 
ers, exactly 2 ft. apart (from centre to centre),and back 
of each tie (which is 6¢in. square by 6 ft. long) two % in. 
iron bolts are driven into the stringers, each tie being 
groved Sor gouged so that the bolts fit firmly into them, 
thus preventing lateral as well as longitudinal movement. 

Upon these ties the ‘“‘T” (or ordinary track) rails are laid 
to a guage of 4 ft. 74¢ in., or 1 in. narrower than the stand- 
ard gauge railways of the country. These rails are coupled 
together the entire length of the road by the ordinary fish 
plates and track bolts (four bolts to each rail), and fastened 
to the sleepers by common railroad spikes, two upon each 
end of every sleeper. Every T-rail has also four slots into 
which the spikes are firmly fitted. The cog rail is made 
from two plates of angle iron which form the base as well as 
the upright stand into which the cogs are fitted. The cogs 
are made from 1% in. iron, especially selected for the pur- 
pose, and all made in one set of rolls in order to ensure uni- 
formity in size. Each bolt is equal to a direct strain of 
about 30 tons, while the maximum load will never exceed 
16 tons. These cog rails are secured to the ties by 14 lag 
screws (5), in. long) in each 12-ft. section of the rail; or two 
lag screws every two feet, this of course being doubled at 
each joint. 4 Ob 

For the purpose intended, the road is without doubt equal 
to five times the strain to which it will ever be subjected, 
and considering the difficulties under which it was built is 
certainly a marvel of railway engineering and construction. 

The engine was built by the Manchester Locomotive 
Works, with all the improvements suggested by 13 years 
successful operation of the White Mountain road. The as- 
cent is made by steam power, the descent with compressed 
air, or perhaps it is more correct to say through allowing 
the air to escape from the cylinders. The engine is always 
set in the forward gear, or as if going abead, even in com- 
ing down the mountain, and is never reversed when backing 
up as is the case with an ordinary locomotive. As an illus- 
tration let us suppose a dead engine, or an ordinary locomo- 
tive with no steam, standing on a level track and setin the 
forward gear. Attach an engine under steam and baul the 
dead locomotive backwards a considerable distanc>. Release 
itand the compressed air worked into the cylinders and 
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boiler will send it forward to the starting point. The action 
is precisely the same with the mountain engine, and it abso- 
lutely caunot come down the mountain excepting as the air 
is allowed to escape. 

The entire mechanism of the engine is double—four cylin- 
ders, two cog wheels and two driving shafts. The power is 
not carried direct from the cylinders to the cog wheel axle, 
but to shafts upon which there is a small gear wheel which 
works into one 514 times its size upon the cog wheel axle. 
Upon the cog wheel axles there are two ratchet wheels into 
which two pawls are constantly dropping, and in the event 
of the breaking of any part of the engine, either one of these 
wheels, with its pawl, will hold the entire train on any of 
the grades. In addition to these provisions for safety, there 
are two band brakes on the smaller shafts which may be in- 
stantly applied by the engineer. 

The passenger and construction cars were built by the 
Hinckley & Egery Iron Co., of this city (Bangor), the former 
being transported in sections to the foot of the railway and 
there set up. The floor and seats are adjusted to the aver- 
age grade. The sides are open to admit of unobstructed ob- 
servation, and t@e construction is first-class in every respect. 
The car is never attached to the engine, but is pushed ahead. 
it is provided with double hand-brakes, two cog-wheels, and 
a ratchet wheel with a pawl, which would instantaneously 
stop and hold the car on any of the steepest grades; if it were 
ever possible for the engine to get away, which it is not. 

It would naturally be supposed that other railway compa- 
nies operating mountain roads would not care to encourage 
new enterprises of a similar character, but the Green Moun- 
tain Co. received more encouragement and aid from the 
White Mountain Railway management than from any other 
source ;and itis even doubtful if without their constant 
kindness, shown in many ways, both before and during con- 
struction, the work would have been pushed to success. 








Improvements in Locomotive Boiler Construction. 





|Report presented to the Master Mechanics’ Association at its 
Sixteenth Annual Convention, in Chicago, by the Committee on 
that subject, consisting of Messrs. Jacob Johann, C. R. Peddle 
and James Eckford.] 
(CONTINUED FROM PAGE 667.) 


Plate V. is a boiler designed for an eigbt-wheel engine by 
Jas. Sedgley, of the Lake Shore & Michigan Southern Rail- 
way. 

It isof the wagon top form, is 50 in. in diameter at 
smallest ring, and has 199 2-in. flues, 11 ft. 6 in. long. 

Mr. Sedgley says: ‘‘Waile there is very little about it that 
is new or novel, it seeras to embody whata long experi- 
ence has shown to be required to give us the most satisfac- 
tory service. All seams are welted; my belief that this is 
the best method for re-epforcing them hes been abundantly 
confirmed. We have never ruptured a welted seam nor 
do we find any furrowing at such seams. 

‘The crown-bars are of the skeleton form with a plate of 
thin iron resting on the washers to prevent the sediment from 
settling on the crown sheet through the opening in the crown 
bars. The third and fourth rows of stay-bolts are hollow to 
admit air to the fire.” 

Plate VI. is a boiler designed by Jas. Sedgley, of the Lake 
Shore & Michigan Southern Railway, for use on a mogul 
engine with 19 by 24 in. cylinders. 

This boiler is of the straight-top type, 51 in. in diameter at 
smallest ring and tapering back to 54 in. at back end of bar- 
rell. It has 150 flues, 244 in. in diameter and 12 ft. 4 in. | 
long. 

The fire-box is 72 in. long and has corrugated side sheets. 

Plate VII. is a boiler designed by Thomas B. Twombly, 
of the Chicago, Rock Island & Pacific Railway, for a 17 by 
24-in. cylinder eight-wheel engine. 

This boiler is straight-top in form, is 49 in. in diameter at 
smallest ring and has 155 2 in. flues, LL ft. 5 in. long. The 
fire-box is 66 in. long and has an arched and sloping crown 
sheet stayed to the boiler crown by long direct stays, | 
screwed into the sheets and riveted over at both ends. 

Plate VIII. is a boiler designed by William Woodcock, of 
the Central Railroad of New Jersey, for an eight-wheel pas- 
senger engine, with 17 by 24-in. cylinder, and 68-in. diam- 
eter driving-wheels. 

This boiler is 51 inches in diameter at smallest ring, and 
has 183 2-in. flues 11 ft. 6 in. long. The fire-box is 9 ft. 6 in. 
loug by 43% in. wide, with water grates. 

In regard to this boiler, Mr. Woodcock says: ‘‘ In compli- 
ance with your request in reference to contributing some 
data for your report on Improvement of Locomotive Boilers, 
I have furnished to you a tracing of our standard boiler for 
burning anthracite coal for a locomotive with 17 by 24 in. 
cylinders, driving-wheels 68 in., and used in passenger ser- 
vice. I have just completed a new boiler as per tracing. 
It is made of Otis steel plate throughout. We have a num- 
ber of this class of boilers in every day service on fast pas- 
senger trains, which are performing very satisfactorily. I 
believe this to be a good type of boiler for burnivg anthra- 
cite coal, and while it may not be of interest to you Western 
people, yet I thought it may be of interest to you to know 
what we are using in this section of the country to get the 
best results. 

** One of the peculiarities of this boiler is in the construc- 
tion of the fire-box, to get increased grate area, which is 
essential and necessary in using anthracite coal. 

** You will notice that the width of the boiler at the fire- 
box is made the full width of the outside of the frames and 
rests on the top of the same, which gives us a width inside 
of fire-box of nearly 44 in. while the usual width of a 
standard-gauge fire-box is about 34 in. inside. 

‘* We have some boilers in service for locomotives having 
cylinders 18 by 25 in. and 19 by 24 in., with 68-in. driving- 
wheels, that have fire-boxes 44%4 by 126 in., with 200 tubes 
2 in. in diameter and 11 ft. 6 in. long, also made to rest on 
top of frames. : ‘ 

‘** This class of engines is making soma very fast time and 
is establishing a good record. 

‘* These boilers may seem very large to you, but in the 
use of this fuel and to furnish steam to supply the cylinders 
at the high rate of speed required to be run it becomes a 
necessity to provide for a large heading surface.” 

(TO BE CONTINUED). 








General Time Convention. 





The General Time Convention met in Chicago, Oct. 11, 
with alarge attendance. Mr. P. P. Wright presided, and 
Mr. W. F. Allen acted as Secretary. 

The important business before the meeting was the final 
adoption of the new system of standard time, which has al- 
ready been fully explained. 

The first business in order, however, was the adoption of 
the regular winter time-tables, and on this point it was re- 
solved that the present schedules of through trains remain 
in force, aod where local changes were made affecting other 
lines, they should take effect Nov. 18. 

The Secretary then reported that railroads napensenting 
about 78,000 miles of track had voted in favor of adopting 
the proposed standard system of time, and in the East rail- 





roads representing about 10,000 miles were now using the 
system su Yy. He hoped the meeting would now take 
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Transverse Section of Smoke-box and Fire-box of Boiler 
(see Plate V.) for Lake Shore and Michigan 
Southern Railway. 


final action in the matter. The following resolution was 
then passed: : 

‘* Whereas, The managing officers of 78,000 miles of rail- 
road have voted in favor of the system of time standard 
recommended by this convention at its last meeting, and 
agreed to adopt the same, therefore, 

‘* Resolved, That we hereby pledge ourselves to run the 
trains upon our respective roads by the standards agreed 
upon, and to adopt the same whenever the next schedule 
sball go into effect.” 

Thirty-two lines voted in favor of the resolution, and 
three lines only against it. The roads voting in the nega- 
tive were the Michigan Central, Toronto, Grey & Bruce 
and the Detroit, Lansing & Northern. The representative 
of the latter stated that his road wasin favor of the propo- 
sition, but could not adopt it unless the Michigan Central 
would. 

(Since adjournment the General Superintendent of the 
Michigan Central has decided to adopt the system for his 
road, and consequently there remains only the above-named 
small Canada road that is still unqualifiedly against the 
adoption of the system.) 

The following resolutions were adopted: 

“‘Resolved, That we urgently request the managers of all 
roads that have not already agreed to run their trains by 
this system to conform to the designated standard at the 
earliest practical date. 

‘“‘Resolved, That for the purpose of securing the most banat 
fect result for the adoption of the new system of standard 
time, we suggest that the time used in all cities wherever 
possible should be made to conform to the new standard, 
and that we will cordially support any movement to this 
end,” 

The Secretary submitted a dispatch from Mr. J. R. Ed- 
monds, of the Harvard Observatory, Cambridge, Mass., 
stating that the city, the railroads, and the Observatory only 
await the affirmative vote of the convention before fixing 
the date for changing all public time in Boston. ; 

A communication from R. W. Shufeldt, rear admiral 
and Superintendent of the Naval Observatory, was read, 
expressing the co-operation of the Observatory and prom- 
ising to farnish the time of the 75th and 90th meridians to 
the railroads free of charge. 

The following was then passed : . 

‘* Resolved, That the Chairman confer with the officers of 
the observatory at Washington and the officers of the West- 
ern Union Telegraph Co. in respect to the transmission of 
time to the principal cities west and southwest from Wasb- 
ington at the same moment that the time of the 75th meri- 
dian is transmitted to New York.” 

A unanimous vote of thanks was tendered to Mr. Allen, 
the Secretary, for his labors in behalf of standard time, to 
whom the adoption of the new system is largely due 

Mr. James McCrea, of the Pittsburgh, Cincinnati & St. 
Louis road, presented the report of the Committee on 
Signals. This committee had under consideration the sub- 

ect of adopting a uniform system of signals by hand and 
mp, bell-cord, whistles, lamps on trains, and torpedoes. 
The report was accepted, and the Secretary ordered to have 
it printed so the members could consider it, and signify their 
assent or dissent to it. 
The system by which correct time could be transmitted 
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all over the country from the Washington observatory was 
explained by Lieutenant Moore, of the Naval Observatory. 

It was decided to hold the spring meeting in Cincinnati on 
the second Wednesday in ‘Aprik The convention then 
adjourned. 








American Street Railway Association. 


The American Street Railway Association met at the 
Grand Pacitic Hotel in Chicago, Oct. 9. Mr. H. H. Littel; 
Superintendent of the Louisville City Railway, presided. 
The following named gentlemen answered to roll-call: John 
H. Bonn, Hoboken, N. J.; Thomas Lowry, Minneapolis: C, 
C. Woodworth, Rochester, N. Y.; L. Brayton, Providence, 
R. I.; Charles Cleminshaw, Trvy. N. Y.; J. R. Jones and 
James K. Lake, Chicago; H. M. Little, Minneapolis; John 
G. Holmes, Pittsburgh, Pa. ; Moody Merrill. Boston; William 
H. Hazzard, George W. Allen, Brooklyn; Walter A. Jones, 
Samuel S. Spaulding, Buffalo, N. Y.; Jacob Rehm, Chicago; 
D. F. Longstreet, Providence, R. I; Charles Hathaway, 
Cleveland, U.; H. M. Watson, Buffalo, N. Y.; Julius E. 
Rugg, Boston; H. R. Harding, W. N. Morrison, Brooklyn. 

The following 19 members were added, which gives the 
Association a totul of 60 members: T. G. Fish, C. Hatha- 
way, Racine, Wis.; William C, Lang, A. F. Mason, St. 
Louis ; James H. Anderson, R. J. Anderson, Keokuk, Ia.; 
T. J. Minary, Louisville; P. C. Moffit, John H. Maxon, 
Charles Parsons, Robert McCollough, St. Louis ; Charles J. 
Harrah, Pliladelphia ; William Haquenswiler. Chicago ;C. 
B. Holmes, Cedar Rapids, la.; W. Elsen, New Haven, Conn. ; 
C. 8. Goodrich, Hartfield,Conn.; and D. W. Stroud, Spring- 
field, Conn. 

In addressing the Association, Chairman Littel said: 
**Though in its first year the Association promised to prove 
little more than an experiment, it seemed to fully meet the 
demands of the great industrial enterprises, which, like all 
other associations of national interest, require co-operation 
on the part of the several branches, to the end that it might 
attain a wider usefulness. It is usual at such time as this to 
review the past in connection with the present, when, as 
the representatives of what has now become a gigantic sys- 
tem of cheap travel, we meet to deliberate upon the achieve- 
ments of the past and discuss plans for the future. The 
steam engine, ocean steamer, telegraph und telephone have 
ceased to be wonders, and we face the last and greatest dis- 
covery of the age, bearing more directly on our interests 
than any other—electricity asa motive power. The crude 
experiments made foreshadow its general use.” The speaker 
concluded by referring to the object of the meeting as being 
a more perfect organization, working together for a unity 
of pur , and to appropriate all improved methods of 
work for the general good. 

Mr. Brayton, of Rhode Island, exhibited in model new 
methods of constructing railway tracks. By one method no 
ties are used, and the stringers are of iron; by another 
method the track is laid on ties without the use of string- 
ers. 

Mr. Christman, a Berlin street-railway manager, was in- 
vited to address the Association. He exhibited a large map 
of the paved streets of that citr. The authorities uire 
the companies to pave the streets where the track is laid, 
and also require them to use steel ties and stringers. As- 
phalt and Swedish granite are mainly used for paving, 
though some blocks of American yellow pine are now being 
put down. The ordinary cost of stringers, ties and rails 1s 
about $4 per running yard, and the pavement of the road 
from $4 to $6 per square yard. ‘The speaker stated that so 
far the electr‘c system had been tried in several instan 
but the cost -was much greater than horses, an 
was abandoned as too expensive, and even im- 
practicable. The speaker said the _ street-railroad 
with which he was connected carried 60,000,000 
passengers a year : it had 500 cars and 3,000 horses, It 
used cars of American manufacture, and was allowed to 
carry only as many passengers as there were seats, with four 
on the front platform and five on the rear.” The fare was ac- 
cording to the distance—2!4 cents was charged for 1 miles. 
He cited that asan illustration, and said the system of 
different fares was very inconvenient. They paid 5 per 
cent. taxes on 5,000,000 marks, or $1,000,000 ; and if the 
road made more, 744 per cent. was taken. That represented 
the gross receipts. The receipts last year were 8,000,000 
marks, or about $1,600,000. He said if their roads had the 
freedom er joyed by those in this conntry their income 
would be much greater. 

The Secretary’s report showed that 52 sets of rules for the 
government of employés had been received from various 
sections of the country, from which the best selections would 
be made; glso that circular letters bad been sent to all 
street and other railroads, asking their views on the matter 
of franchises, state and local taxes, etc. 

Tbe Committee on Track Construction submitted its re- 
ort. The Committee are Charles Hathaway, of Cleveland; 
V. C. Turner, of North Chicago, and J. J. Franklin, of 

Toronto, Canada, ‘The report was presented by Mr. Hath- 
away, and read for information. 

- It recommended for the rural towns narrow-gauge roads 
of 3,3! and 4 ft. That portion referring to gauge was 
more of a suggestion than recommendation. The Associa- 
tion decided to discuss the matter in order to gain the expe- 
rience and views of all, so that they might profit thereby. 

The question of material for ties was discussed, many fav- 
oring wood, some iron, and others steel. It was thought 
that as there was such small difference between the prices of 
iron and steel that steel was the cheapest, as it would last 
the longest. 

Mr. Joseph Mulvaney regarded it as entirely practicable 
to use two animals on a 4-ft. gauge. Theuse of horses had 
been discarded and that of mules adopted as the most endur- 
able. In the clay soil of Kansas he found pine ties entirely 
unsatisfactory. 

Mr. Watson, of Buffalo, said Norway pine in clay soil 
lasted four years and in sand from 10 to 12 years. 

Mr. Wright thought that timber exciuded from air would 
last indefinitely. Timbers unearthed in Rome were found 
as well preserved as when bye down over 2,000 years ago. 

Mr. William H. Hazzard, of Brooklyn, said a cargo of 
yellow pine cut from a low country will not last any time 
but that from a high, hilly country or from asandy soil will 
last much longer. Some of those who had found durable 
pine may have found it on a hilly soil ; and some of those 
who found perishable pine had doubtless gottenit from 
swampy countries, He admitted there was no difference in 
the looks of the timber. 

The Association then adjourned to make a tour of the 
West Side roads on invitation of Mr. Lake, who had pro- 
vided several brand new cars, with all the latest improve- 
ments and adornments, 

An evening session was held, at which there was a long 
discussion on the question of using salt to assist in the melt- 
ing of snow on the tracks in winter. 

SECOND DAY. 

On the second day the report of the Committee on Heat- 
ing avd Lighting Cars was not forthcoming, owing to the 
absence of the Committee. The subject was taken up never- 
theless and discussed. 

Mr. Hazzard, being called upon to explain the construction 
of the Second avenue cars in New York, said the heating 
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was done by means of a little box furnace under the body 
of the car, between the wheels. but as they were unsigh'ly 
he would not recommend this metibod of beating cars. 

John Harris, of Cincinnati, said the cars in that city were 
heated by hot air at a cost of 10 centsa day, the driver at- 
tendi: g to the heating. 

Mr. W. H. H+ zz:rd, of Brooklyn, spoke in favor of thor- 
ough ventilation of the cars, both at the top and bottom. 

Messrs. Harding. of Boston, C. B Woodworth, of Ro- 
chester, and My xon. of St. Louis, to-k a stand against the 
use of stoves. Messrs, Crarles Cleminshaw, «+f Troy, D. F. 
Longstreet, of Providence, and Augustin Wright, of the 
North Chicago Co., spoke agaist the use of stoves in the 
cars, 

The report of the Committee on Propelling Power for 
Cars was a very interesting paper. It covered locomotive 
power for elevated roads, the cable system, and propulsion 
by horses and mules In regard to animal power asa means 
of locomotion, the Committee de ided that horses were m: re 
susceptible to disease than mules, though more desirable iu 
point of appearance. Horses were not so expensive to keep 
and care for ss mules, The report made a_ pvint that in- 
ventors had tried in vain to cons'ruct a machine to utilize 
the momentum lost in stopping cars to assi~t in starting 
them again, and closed wi b a enlogy of the cable system. 

Mr. C. B Holmes gave the bist-ry of the cable lines in 
Chicago. H» said th v now bad nearly forty miles of cable 
ruvring on the Sonth Side. They were subject to sudden 
demands ftom tbe people ‘or transportation in large nuin- 


bers all at oree, and with this system they could put on |. 


cars enough to carry all, seatirg most of them. They now 
ran 180 cars, three times ss many as they hed run with 
horses While it bad cost ¥5 centsa wile to run a car with 
horses, one half that sum ran the car by the cable system. 
Of covrse, the company was in debt, ‘ard was 
peying interest ov their large investment. The en- 
terprise had cost money, time and some temper. 
The cost of street construction was $105,000 per mile, 
and tbe whole construction, including barns, cars 
and horses, was $2,500,000. In Chic«go the grip had to be 
ceught and let go of 60times for once i» San Francisco. Here 
the company started out by lining their carrying : ulleys 
with wood. Wood played«ut in this changeable climate, 
anda compound of Babbitt metal had been substituted. 
Just how lorg the exbles would last be could not tell, but it 
was safe tosay 15 months. The lined grips weuld las 30 
days, which gave them 1,500 miles of travel out of one 
lining. 

Tbe Committee on Collection of Fares reported, and the 
paper was discussed. The use of the old bell-punch was 
denoune+d as unrrelisble. The employment of detectives, 
secret and known to the conductors, was advised. 

A vote of thauks was given to the city railway companies 
for the kindness and attention shown the members of the 
convention since coming to Chicago. 

At 3:30 o’clock the membeis of the convevtion Jett the 
Grad Pacific in a body on cars provided by the Chicago 
City Railway Company fora trip over Wabash and Cottage 
Grove avenues and State street. They stopped at the Cable 
Works, and made a thorough inspection of every depart- 
ment in the buiiding. 

In the evening a short session was held, at which officers 
were ebusen and other routine business transacted. It was 
decided to hold the next convention in New York. 

The meeting closed with a banquet at night, at which 
many excelient speeches were made. 

Avumber of the Eastern members of tbe Association 
made the trip to Chicago and return in a special car attached 
to the limited express, as guests of the Baltimore Car Wheel 
Co., of Baltimore, the Johv Stephenson Co., of New York, 
and Lewis & Fowler, of Bruoklyn. 








The Present State of the Vermont Central Case. 


The fiual settlement of the Vermont Central case is de- 
layed by the failure of certain of the parties in interest to 
comply with their agreements. <A statement of the present 
co dition of affairs is given by the directors of the Vermont 
& Cansda Co. in the following report submitted to the 
stockholders ; 

In accordance with a usage of long standing, the directors 
present to the stockbolders, in annual meeting, a brief re- 
gore of the present situation of tte affairs of tue company. 

Ve do not deem it necessary to recount the various proceed- 
ing- incident to the compre mise of our diff. revces with the 
trust creditors of the management so long in control of our 
property, por to repeat what was steted by a committee of 
the board iv a circular to the stockholders, dated the 24th of 
last month. We assume tnat every stockholder is familar 
with the essential fac's of tbe unsuccessful litigation 
for the j-reservation of our righis and wi.b the subse quent 
negotiations for settlement into which we entered tor the 
purpose of eking a partial rescue from the wreck. While 
yet streng!,» hopeful of the early and com; Jete fu fillmeot of 
the terms cf the compromise, we deemed 1t our duty to cau- 
tion scockholders agaivst parting finally with tneir -hares in 
exchange for the new bouds of the Consolidated Railroad 
Co , of Vermont, so long as it remained doubtiul. by reason 
of the continued prosecution of the Langdon suit, whether 
these new bonds carry with them any lien upon the Ver- 
mont Central and Vermont & Canada roads that is not sub- 
ordinate io right to the lieu declared to exist in favor of the 
trust creditors, who are parties plaint:ff in that suit. It was 
not suppused by us that any of tne stockbolders in this ccm- 
pany would wish to surrevder their shares at one-tbird 


of their par value, unless satisfied that they were 
getting a_ security of unquestionable — priority 
and capable of euoforcement against at least the 


Vermout & Canada road, ufter it shouid have passed into 
the ow vership or control of the new mortgagor, through the 
acquisition of its eutire capital stock, as contemplated by 
the plau of settlement. If the shares of the s.ocknolders 
were to be reduced two-thirds in amount in order to quiet 
the cluim and r-+move the adjudg+ d paramount incumbrance 
of the so-called trust debt, enforceable under the Langdon 
suit, and if that incumbranve were to be left still suosisting, 
and tts means of evforcement kept upon the docket. what 
should we have gained by the compromise? What value 
woul! there be left in ouc shares? And what means shoul 
we have of resis ing the complete satisfaction upon cu- 
p spaeny of whatever might be claimed asa part of tue trust 
debt ? 

Acircular to the Vermont & Canada stockbolders, is- 
sued by tne American Loaw & Tru-t Co., under date of Oct. 
10, coucedes that the aiscontinuance of the Langdon suit 
constitutes an essential part or condition of the execution of 
the plan of settlement, but suggests that the siockbolders 
ought to borrow no trouble on accouut of this not baving 
been done, becuse the Consolidated Railroad Co. of Ver- 
mont and tue Vermont & Cansda Co., as murtgagors, have 
covenauted for a goud title to the mortyagees, and tbat said 
Consolidated Co. is ot liged to procure a discoutinuance of 
the Langdon suit. The Lrust Co. says it takes time to ac- 
complish such discontinuance, but asserts its co.fidence in 
the good faith of the Consolidated Co. and Central 
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Vermont Co., and does not doubt that what has 
been promised will be performed. We trust that we 
are duly grateful to the Trust Co. for its opimons and ad- 
vice; but if 814 montbs, already past, have not been a suf- 
ficiently long time 1n which to procure a discharge of the 
Langdon suit—whicb the Central Vermont Railroad Co. 
and James R. Langdon, ove of its directors, can dismiss at 
their pleasure cn any court day of the Franklin County 
Court of Chancery in Vermont—is it not equally true that 
the Vermont & Canada stockholders should be allowed as 
long a time in which to determine whether or not they will 
part with their shares until they get for them the consider- 
ation promised and on which they relied 2? Why should we 
be required, as by tbe Trust Co.’s circular, to surrender our 
shares befure we know what use is to be made of ‘he Langdon 
suit in invalidating the security of the bonds ? We may have 
as much confidence as we please in the good faith of the com- 
panies or people with whom we are dealing; this is de-ir- 
able, but are we not fairly put upon inquiry as to whetber 
or pot the Consolidated Railroad Cv. of Vermont has any 
pecuniary responsibility whatever, or any power to di-- 
cont n te the Langdon suit if 1t should so desire ? If it bas 
apy :uch “es:re or power, 10 wsuld seem, from the fact that 
its « rectors are ilen‘i-a] (Vr. Langdon included) with 
those of the C ntral Vermont. that toere must be some 
reas\n app»ren to them and uot to us, or some interest of 
their: not common to tne other expectant holders of the 
= bonds, why such discortinuatce has not already taken 
place. 

Your directors see some cause for alarm in the de- 
lay (as it is c¢ lied) in discontinuing of iui. suit, aud 1p 
the call upon you to take the new bonds for hwith or 
bazard your right to them forever. It seems to 
us that, until this suit 1s dicontinud and the 
receivership ended, the mortgage to secure the bonds im- 
ports vothing more thun a second mortzage. whereas the 
settlement requires it to be firs". Without the removal of 
t-ese obstacies the American Loan & Trust Co. cannot «ffer 
such bords as were tw be given in exchange for your shares. 
Interest has been running for some months oo the Londs of 
the Consolidated Railroad Co. and yet the company is get- 
ting none of the income of the roads and, so far as we know, 
pDessesses no means of its own wherewith to pay sucb inter- 
est. And no one else 1s bound to pay these bunds, either in- 
terest or principal. If we grant that the Con-olidated Co. 


may obtain from the receiver 1n possession sufficient funds | 
| improvemenis we can do more 


to weet tbe interest as it accrues, yet it caunot be claimed 
that sucb an arrangement affords avy security for tbe fu- 
ture or is Otherwise tuan dangerous as an expedient or prec- 
edent. 

From the newspapers we learn that the Central Ve: mont 
and the Grand Trunk are now uegotiati: g for a le»se o1 the 
Boston & Loweil Raiiroad; also that on the 25th instant, at 
a mee'ing of the shareholders of the Grand Trunk R:wilway 
Co.. to be held in Engl nd, action will be taken looking to 
tbe purchase by the Grand Trunk of the stock and bonds of 
the C.nsolidated Co. and of the Ceotral Vermont. Is the 
Langdon suit to be dscontinued before such purchase is 
effected? Is the C-nsolidsted Cy. to be turned over to 
the Grond Trunk C.. before even gairing possession 


of the property which it bas undertaken to mortgage, in 
anticipation of its power of doing so cffectually ? The only 
means you have of enforemg tbe fulfillmen: of the terms of 
settlement agreed upon, i',in our judgment, vy retaining 
your sbares and the control of your organ:zition independ- 
ent of other interests, and insisting upou al) your riguts as 
stocknolders, until tbe obstacles in the way of «a valid mort- 
gage of the two roads bave been remuved, When this shall 
have been d ne, no legal shadow will bang above the new 
security, and there will be great reason for confidence in its 
validity and value. 

The direc:ors bave applied to the State Court of Vermont 
for uu order ot dismissal or discontinuance of the Langion 
suit, and will fol.ow up the application to the best of their 
wbility. if they continue to represent tue company after the 
18 b instant Butif the s.ockholders, through choice or 
indiffes ence. perwit the control to pass to those who have 
thus far seen fit to prosecute the Langdon suit, as if po prom- 
ise of its discontinuance us a part of tbe settiement bad teen 
made, we see no ground for confidence that the railroads 
wiil ever be allowed to go into the hands of the Consolidated 
Railroad Co. or its mortgagevs. 








The Benefits of Association as Applied to Master 
Car-Painters. 

[Paper read at the Convention of the Master Car-Painters’ Asso- 
ci.tion in Baltimore, by R. McKeon, Ma-ter Painter New York, 
Pennsylvania & Oho Railroad, Kent, Ohio.) 

Painting is one of the most necessary branches in the con- 
struction and maintenauce of raiiway rviliug stock, it stands 
to day promivent among its kindred, and its importance is 
more fully recognized tha» in times past. It has made steady 
advancement since this organizauon was effected, which bas 
been the means of openiug up new avenues of research to 
those who avuil themselves of the privileges this Association 
has given. 

Here the mind can be stored with a better knowledge of 
the true principles of paiuting and decoratiug railway cars, 
aud those wh» bave so faithiully laboed to promuie the 
objects set forth at the fiist meeting beld in Boston 14 years 
ago begin to see the d velopment or new and improved 
plans and methods, which they have sougbt to bring for- 
ward to pra tical use, and the various shu; s throughout the 
country are lookivg for still greater improvemeut im the 
system and the turtter perfecting of these methods of 
workiog among the craft, as well as reducing the expense 
of car painting, as this important item in the cus: of the 
car bas always received due consideration, and all will ad- 
mit that the cost of painting a first-class coach to-day 
is not one-half what it was 15 or 20 yeurs ago, the benefits 
of association baviog undoubtedly brought abvut this sav- 
ing to the railway companies. 

We meet together annually for the purpose of advancing 
the objects of our Association as set forth in the constitu- 
tion, each freely giving bis opinion from a practical kuvw |- 
edge of the questions submi:ted, consequeutly e»ch gos 
torth with ciearer ideas uf the work devulving upon bim in 
the shop, avd be fee!s well repaid for the time spyentia the 
discussion of subjects which were of tue greatest interest to 
bim in his work, beljing him through svme difficulties, 
which all will eacouuter, and opening up a way clearer to 
him in the fuvure; and by the muvwual exchange of ideas 
every member who desires to make progress in bis work 
receives benefit iu one way or another. ( 

How many of us can look back to the sessions held in 
whicn we bave taken an active part, aod some. perhaps, 
who had little to say, but sat quietly listening to the secrets 
of the trade which bave been vrought out hy these discus- 
sions, for it is only by a free exXpression, such as flows 
naturally during our discussious, that a painter woul i con- 
seut to tell what he knew about tue trade, and painters’ 
couventions bave been the means of many so-called s-crets 
of the craft being given away witbout reserve, which bas 
been of benefit to many car-paiuters, aud a change in their 
wetbods of working has fulluwed, they baving d scovered 
wherein they were at fault. 

At toese annual meetiogs we bave an opportunity of en- 
larging our field of observation ; we ee sou.e Ubiog~ through 
otheis’ eyes, our own being often detective, and we profit 
wy the rexperience, not only learning from what they buve 
been successful in, but that woich is equally instructive and 
beneficial Lo us in our shop:, what fai.ure they bave had in 
tneir wurk ; baviog given a thorough study to :ome sp.cial 
brauches, they are better prepared to give decided views 
than those who have not applied themselves to that p:rticu- 
lar subjcct, although «qual iuterest may nave been tuken ou 
some O.ner matter connected with tne w: rk, avd they have 
applied themseives to the ta:k of surmuuntng the d.ffi-ully 
un.er which they labored. he Pitieple 
Toe princival object of this Association is to draw out 
the views of car-painters, and our aim is to correct our 
theories, which may be deficient, by comraring methods 
and thus become as it were partners, ready at oil times to 
give advice t» each osh-r: w2 feel taat we are still appren- 
tices, and as such are seeking at every opportunity fur the 
opivion and criticism of practical mev, those who ure ready 
to contribute their experience witb their mcdern plans ard 
methods. From tbe information thus derived we at cuce 
become participators in the adva: tages gaived by tbe stuuy 
and application of our .elow worbmep, and we go on 
steadily advancing in a kuowledg- of ibe principles of paint- 
ing and acquiring grevter pert: ction in uur Gal-y | r&ct ce, 
Frequent ussociation and a mu ual exchange of thous Lt 
seldom fail to exert a valuabl+ 11 fluence on the adoption of 
me hods we employ. It gives us a beter security as weil es 
a clearer knowledge of the practical workivg and mavuge- 
ment of the paint--bop with its daily duties. These avnual 
mertings strengthea cur resuvis und tere to ek vate our 
aims. Weare encouraged and take greater cate ava watch- 
tuiness in duing our work, m«king greater efforts to succe. d, 
our progress becowing +tili more « ffecrive, and we are ad- 
vancing the pauter’s art aud ihe iut rests uf the comp.nies 
who+mploy u-. 

The accumulation of knowledge is made up by a close ob- 

servance of the lictle matters and the aifficulties pertaiing 

to the trade, and worch we al! bave to coutend wi.b more or 

less. These sbou.d be noted down as tbey occur, su that a 

careful inv: stigation and study muy be made, and the 

cause of the trouble, if possible, arrived at. An inguiry 
made at our meetings may bring about a remedy ; singly 
we are able to make but littie advance in car painting, Lut 








when we work with one avotber for the purpose of making 
A mav’s worth ov value is 
gr-ater where be is privileged to courult aod compare his 
methods and plans witb others in the same live of busive-. 
Association has all the adv«ntages, aud without it we bave 
nore ; bere we combine together and give free expres-ion to 
our ideas and opinions of a practical vature, with ut bolding 
back anything whicn we think may be of benefit or to the 
advantage and great suce-ss of any member, in the mixing 
and application of tbe pigmevts employed, and in the m-n- 
»gement of his shoo, wisning to assist bim to succe-s/ul re- 
sul's in bis labor. . 

Io a harmonious workine together as an organizat'on, we 
have the united efforts of «very member. We can therefore 
do a great amvunt of good, as the iuvestigation aud support 
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of many, in any cause, makes a complete and permanent 
organization. 

Ordinary occasions often furnish us with opportunity for 
improvement,and it is a failing, perhaps,among car painters, 
that they are always ready to take advantage ;nothing in their 
line escapes their notice: anything new about a car in the 
way of finish and decoration is closely inspected. This is as 
it should be, for a steady application to the work in hand, 
with a perserving and diligent improvement of the oppor- 
tunities offered to the members of this Association will 
lead to grand results. 

There are a few car-painters, and we meet them occasion- 
ally, who are opposed to association, on the ground that we 
give to much publicity to our discussions, therefore they 
stand off and refuse to unite with us. These men generally 
ee bs ie SR ay \\ know more about car-painting than the whole body of men 
ial aa aie npengreetsmercheae fo in convention ; they hold fast to what little they have ac- 
quired in their own shop, never looking for anything beyond 
its walls. Watch their movements and you will find that in 
many cases the same old methods are still pursued as hand- 
ed down from their predecessors, the very liberal appli- 
cation of oil, lead, yellow ochre and rubbing varnish, is the 
base of their work, and modern methods which reduce the 
expense of car-painting atleast one-third areof no weight 
with them. 
We also have another class, who advocate secret sessions, 
Let the doors be closed to the uninitiated, speak not above a 
whisper, for some oue, perhaps an editor of a railroad jour- 
nal, will hear you ; you may divulge some great secret that 
will ruin the professional car-painter. But not so with us. 
We believe that there is nothing lost by giving a free and 
public expression to our opinions, and here in this Associa- 
tion we have wide-awake and progressive men, who are 
never afraid to speak freely, and even allow the publication 
ay eseteeaemaetes=<seany of their views in the painters’ journals and the railroad pub- 
lications of the country. There is nothing lost by spread- 
ing broadcast your ideas, for we are all very far from per- 
fection, and we should court criticism, as it is a good way of 


! : learning, and in this way we call forth the views of others, 

' : which we are always glad to hear, and, if contrary to cur 
: own, they are listened to, or read, with increased interest by 

the true advocate of progression. 

Now, while some progress has been made since this orga- 

nization was effected, there is yet room for more to be ac- 

complished; and many needed improvements can be made 


in car-painting. We have by no means attained that per- 
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ISLAND & PACIFIC RAILROAD. 








Section and End View of Fire-box of Boiler (See Plate 
VIII.) of Passenger Locomotive for Central 
Railroad, of New Jersey. 
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fection which we should be able to show here to-day, and 
you must acknowledge that our meetings have not resulted 
in thesuccess which many of us sought for; nor, perbaps, can 
we point to any organization of railway mechanics, how- 
ever progressive in its workings, which bas reached that 
standard of excellence which its members had started to 
secure. Nor should we look forward with the expectation of 
reaching that perfection, especially while thereis such indif- 
ference shown by committees in the preparation of suitable 
subjects for our annual discussions. More time should be 
employed by our committees who have the questions under 
consideration than is generally done. Some preparation is 
necessary, and facts should be gathered on all subjects intro- 
duced, to give weight to the arguments advaaced. This 
would be of additional benefit to all. 

Let us go deeper, put our methods and plans to the test, 
compare them with others, then make a report at these an- 
nual meetings. It is only by this means that we can arrive 
at a satisfactory conclusion on any matter connected with 
the Art of Car-Painting. 
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BOILER OF AMERICAN LOCOMOTIVE FOR THE CHICAGO, 
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Twombly, Superintendent of Motive Power. 
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The Pennsylvania Railroad’s House for Trainmen. 






At Fifty-second street and the Pennsylvania Railroad is a 
building which has been erected within a year at a cost of 
about $10,000. It is intended to afford a temporary refuge 
for men employed on freight trains, when off duty or away 
from home. Most of these trainmen live at Harrisburg, 
Columbia, and smaller towns along the line of the Pennsyl- 
vania Railroad. When not at work there was, until 
recently, no place in which employés could spend their time, 
except the cabin cars or the taverns. The building was 
erected by the company on faith, its proprietors not being 
sure that those for whom it was designed would appreciate 
the efforts made to improve their condition. But these men 
have shown that they can and do appreciate. The pleasant 
rooms are always inuse. Especially is this the case on Sun- 
day, when the library often acts as a preventive of Sunday 
dissipation. The “‘ reading room,” asit is generally called, 
isa plain, substantial structure of red brick, with trim- 
mings of tiles and a sloping slate roof. It stands east of 
Fifty-second street, upon part of the old Hudson property, 
in a pretty green lawn, shaded with a number of fine trees, 
and enclosed by a neatly-painted picket fence, with a gate 
opening upon Fifty-second street. The house is so planned 
that the first story proper is opposite the railroad bank and 
connected with it by a foot-bridge, the ground floor really 
constituting a basement. The building is, therefore, three 
stories in height from Fifty-second street and but two froni 
the railroad. The path from the Fifty-second street gate 
leads to a door opening into the basement entry. 

This basement has a solid flooring of cement, while, in 
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common with the whole interior, the walls are white and 
the woodwork a beautiful oiled oak. Here are the heaters 
and coal-bins, a large wash-room with towels and hand- 
basins, and three comiodious bath-rooms, all provided with 
hot and cold water. A staircase leads to the main floor, 

odie Pil cae tha <td Attn tele tehd atlas tli tein J which is divided by a wide entry into two nearly equal 
7% 8 Ps ae portions, the eastern containing two small rooms, the west- 

bes ar eet tae vata | = ern one large one. The small room at the head of the stairs 

hee tr isa smoking room. This contains a large table for games, 
chairs and an immense ice-cooler with a capacity sufficient 
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to supply an army. No smoking is allowed in any part of 
| the building except in this room. Checkers and dominoes 
mT are provided, but other games are forbidden. The large 
| room toward the west is the library and reading room. 
sus This is amply lighted and ventilated by six fine 
or windows, shaded by striped awnings. The floor is 
! | carpeted with a quiet-tinted, rich body Brussels; the walls 
‘7 
| 
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are adorned with large, framed photographs of Pennsyl- 
vania Railroad scenery. Two large tables near the centre 
of the room are covered with a choice collection of current 
literature, comprising all the standard magazines, several 
; copies of each, and the daily and weekly papers of the prin- 
= cipal cities in the Union, as well as of the smaller towns 
| along the railroad. Settees and chairs are plenty, so that 
; there are ample accommodations for all who desire to avail 
ie themselves of these privileges. One side of the 
room is devoted to bookcases, which are of oiled oak 
and plate-glass. They are not yet filled, but they already 
contain a very good collection of volumes, including all the 
works of Dickens, Scott, Thackeray, Cooper, Shakespeare, 
the poems of Longfellow and Byron, several valuable relig 
! ious works, as the ‘“‘ Pilgrim’s Progress” and Farrar’s ‘‘ Life 
l of Christ,” and a number of standard books of reference’ 
The very first donation to the library was a handsomely- 
bound copy of the Bible, but it seems to be the book least in 
demand. Webster’s Unabridged, on the contrary, is often 
consulted. Altogether, except that the bookcases are not 
yet filled, the library and reading room is as fine a one as 
can be found in most private residences, even pretentious 
ones, 

The third story is a large lodging or resting-room. It is 
provided with iron cots, with green oil-cloth mattresses. 
No bed clothing is needed, as the men, having usually but a 
short time to spare, lie down in their clothes. An arrange- 
ment is made by which any man can be called ia time to go 
on duty, thus relieving him from all care in the matter. 
There are no dining-rooms nor any meals served on the 
premises, as the trainmen have cook stoves in their cabin- 
cars and generally leave home with provisions enough to 
last them several days. One is struck with the wonderful 
neatness and cleanliness everywhere. The floors, glass and 
woodwork fairly shine. The library is the only room car- 
peted, the others and the entries and stairways being 
supplied with strips of cocoa matting. According to 
the rule of the institution spitting on the floor 
or defacing the building or furniture is forbidden. (Other 
rules prohibit loud conversation likely to disturb those read- 
ing or sleeping, profane of ungentlemanly language, care- 
lessness in bandling books or removing books from the 
hbrary. Altogether, the appearance of everything would do 
credit to any community or association. For the use of the 
building and its privileges the company. makes no charge 
whatever. All is provided freely, the only restriction being 
that freight employés, for whom it is intended, must not 
make a practice of bringing others in and must, moreover, 
conduct chemselves properly while enjoying these benefits. 

There is a similar institution at Harrisburg and another at 
Altoona, designed also for freight employés. Something of 
the kind, for conductors and others connected with passen- 
ger trains, is at Broad street station.—Philadelphia Times. 
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Plate VIII. 


BOILER OF AN EIGHT-WHEELED PASSENGER LOCOMOTIVE FOR THE CENTRAL RAILROAD, 
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Blast Furnaces in the United States. 


The quarterly statement of the Jron Age shows the con- 
dition of the blast furnaces of the United States on Oct. 1 
as follows: 
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In blast. Outofblast. Notre- Total 


SN os cian: assnedin 104 145 253 
DREEIID, 9 06.400, sve0080 122 110 Po 242 
Bituminous or coke...... 114 110 225 


re 365 710 

The list includes some furnace rebuilding and not yet com- 
pleted, but does not include furnaces which have gone out 
of blast permanently and have been abandoned. 

The capacity per week of the furnaces in blast is: Char- 
coal, 10,686 tons; anthracite, 29,799; bituminous, 50,452; 
total, 90,937 tons of pig iron per week. 

The number of furnaces reported on Oct. 1 for seven years 
past has been as follows: 
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The number of furnaces in blast this year is less than at 
any time since 1879. The statement shows adecrease of 103 
in the number in blast, as compared with last year, and also 
a decrease of 12 in the total number of furnaces. 


Compressed Air as a Motor for Street Cars. 

The Rochester Hydraulic Motor Co., whose bold under 
taking to compress air by the power of the lower falls has 
been before the public about three years, now claims to 
have surmounted the difficulties that lay in the way of the 
gi | | practical working of the machine. Yesterday afternoon a 
test was made which, it is claimed, produced perfectly 
satisfactory results. About a month ago, Jonathan B. 
West, of No. 111 North Water street, appeared before the 
directors of the Hydraulic Motor Co., showiog them how 
the work of Mr. Bois, the inventor of the air compressor at 
| He lower falls, wignt, in his opinion, be made a success. 

He said he would undertake to so correct the faults of the 
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machine as to produce a pressure of 150 Ibs. to the 
square inch, and secure some practical results. 

| offer was accepted. and at yesterday afternoon’s 

test of bis work, the gauge showed a pressure of 
300 lbs., the machinery working to the expressed satisfac- 

| tion of all concerned. The mares engine is now 

i located in the bed of the river below the falls, and the con- 
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ducting pipe is 2 in. inj diameter. By Mr. Bois’ plan the 
compressor was at the top of the bank, and the conductin 
pipe 2 ft. in diameter. ‘lhe application of the coombeuenel 
air was yesterday made to drive the wheels of a street car. 
The car was blocked up and the wheels were driven back- 
ward and forward in a manner which showed that a speed 
of 9or 10 miles an hour could be maintained. The ma- 
7 “Fe chinery for using the compressed air in the car has already 
been described in this paper. 

The company has permission to test this car on the street 
railway, and as soon as the track can be laid from the 
charging house tc North St. Paul street the car will essay 
regular trips. This will probably be done next week.— 
Rochester (N. Y.) Post-Express, Oct. 12. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful tohave any act of the kind reported to 
this office. 


Addresses.—Business letters should} be addressed and 
drafts made payable to THE RAILROAD GAZETTE. Com- 
munications for the attention of the Editors should be 
addressed EDITOR RAILROAD GAZETTE. 





Contributions.—Subseribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. Wegive in our editorial columns OUR OWN opin 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 








UNIFORMITY IN ROLLING STOCK. 





Ever since railroads began to interchange traffic, the 
gospel of uniformity has been preached by master car- 
builders, until the facts and arguments have been 
worn threadbare. The subject is, however, just as 
important as ever, notwithstanding the fact that the 
discussion of it seems stale. Nearly all who are inter- 
ested in the matter agree that great advantages would 
result if cars were uniform in construction, and if 
their parts were interchangeable. At first sight, too, 
it seems as though it would be comparatively an easy 
task to bring about such an amount of agreement on the 
part of the different railroad companies as would lead to 
the adoption of nniform plans and patterns of cars. 
This evidently was the impression of those who first 
organized the Master Car-Builders’ Association, and 
those who have constantly attended its meetings for 
the past ten or fifteen years have entertained the same 
idea, and have hoped on year after year, although so 
very little has been accomplished through their efforts. 

The truth is that it is not easy to lead the master 
car-builders to agree on the plans, forms and propor- 
tions for cars, which must be adopted in order to 
secure uniformity. These men are scattered all over 
the country, and each one is more or less of a sovereign 
in his own department, and is accustomed to have bis 
own way in all matters pertaining to the construction 
of cars. The exercise of this kind of authority is apt 
to create an indisposition to conform to the ideas or 
recommendations of others. A man accustomed to 
have his own way is not apt totake kindly to the adop- 
tion of other people’s ways. It has therefore happened 
that the master car-builders have been able, thus far, 
to agree only about very simple matters, or when they 
did recommend any standards which were not of the 
simplest kind, those standards have not been very gen- 
erally adopted. To show how diverse the opinions of 
members are, and how tenaciously they adhere to 
them, even when unimportant changes are proposed, 
it may be mentioned that it was with great difficulty 


could be secured in recommending a standard for the 
height of draw-bars, and for the diameter and length 
of the journal-bearing for a standard axle. Before a 
majority of the master car-builders can be induced to 
recommend a standard of any kind it must be very 
clearly and conclusively shown that it is quite safe, 
prudent and judicious to adopt it. The standards of 
the Association are therefore seldom much in ad- 
vance of existing practice, and its action in this re- 
spect has always been exceedingly conservative. 

The action of the Association is, however, necessa- 
rily limited to what are comparatively simple ques- 
tions, owing to the fact that, as it is at present consti- 
tuted, it cannot command enough of the time and 
ability of its members to enable them to study such 
subjects as require thorough investigation, mature 
study, the exercise of a high degree of skill and the 
suggestions of mature experience, before they can be 
thoroughly understood or acted-on. The members are 
too busy to give the requisite time to such work, and 
many of them are without the training which would 
qualify them for it. Progress is therefore slow, 
but it has been steady, and its rate seems to have been 
accelerated within the last two years. The represen- 
tative character which has been given to the Associa- 
tion within the past year has provided more efficient 
machinery for doing its work. But although its action 
will hereafter have more authority than heretofore, 
yet something more seems to be needed. When wise 
measures are proposed there is now usually little diffi- 
culty in having them adopted. The trouble is in hav- 
ing such measures devised, digested and prepared for 
action and ratification by the Association. 

It must be confessed, too, that there is a great deal 
of indifference among railroad managers concerning 
the work which the Association shoulddo. Although 
it would be distinctly and greatly to the advantage of 
the interests which the managers represent, neverthe- 
less they do little to help it on. This may be because 
they have little faith or hope that it will or can 
accomplish much. 

Doubtless, their help will be more freely given after 
the Association accomplishes what it ought than 
before. They will then be ready to help 
those who have helped themselves, which is 
the case the world over and in all relations 
of life. It is true that much of this feeling of the 
managers must be attributed to the doubt which many 
of them feel with reference to the efficiency of the 
Association, still it is believed that if they fully un- 
derstood that the Association is now better prepared 
than it ever has been heretofore to do the work which 
it ought to do, and if they realized the importance of 
that work, they would be ready to co-operate with the 
Association in every way that might be required for 
the accomplishment of its purposes. 

It seems hardly necessary to speak of the advan- 
tages which would result if cars were constructed on 
uniform plans and with interchangeable parts. Yet, 
to repeat what has often been suid heretofore may 
make an impression on some who have never thought 
much on the subject ; it may strengthen the impres- 
sions of others, and may give emphasis to what has 
often been repeated. 

That the repairs of cars would be greatly facilitated 
if their parts were interchangeable is self-evident, but 
the degree to which this would expedite traffic per- 
haps few railroad managers realize. With the growth 
of business and the congestion at terminal points, the 
difficulty of keeping up a regular circulation of cars 
increases. One disabledman in an uncrowded street 
is but little hindrance to the movement of others, but 
the falling of one or two persons on the crowded 
Brooklyn Bridge some months ago led to a fearful ca- 
tastrophe. Ina crowded yard, the removal of acar for 
repairs is a greater obstruction to traffic than the 
movement of many which need not be sent to the hos- 
pital for invalid vehicles. 

The adoption of standards will also lessen the time 
and the expense of car repairs in another way. Neces- 
sarily where there is great diversity in the form of 
construction there is diversity of merit. That is, 
some of the plans are not as good as others. Now if 
an association composed of experienced car-builders 
should undertake to select or to recommend standard 
plans, it may reasonably be expected that they will 
select the best, or, at any rate, such as are better than 
the inferior ones. As a consequence of this, the adop- 
tion of standards secures, not alone uniformity, but 
also improvement in design and construction. 

There are besides some important commercial ad- 
vantages which wouid result if uniformity were once 
secured. Thus, at present, there are several hundred 
different kinds of brake-shoes in use in the country. 
If one pattern for such shoes was adopted, even if it 
did not come into universal use, the result would be 





that anything approximating to a general agreement 


article of merchandise. Manufacturers wonld make 
them in large quantities, with the certainty that there 
would always be a market for them, and competition 
would soon throw the business into the hands of those 
makers who are so situated as to be able to produce 
brake-shoes at the very lowest price. This result has 
already been accomplished by the adoption of the Mas- 
ter Car-builders’ standard axle. Makers of axles now do 
not hesitate to accumulate a stock of those of stand- 
ard dimensions, even when they have no orders for 
them, knowing that this form of axle is now in such 
extensive use that there will always be a demand. 
The same thing is true of standard journal-bearings ; 
and if standards were adopted for all the other parts 
of cars they might all become staple articles of mer- 
chandise and their prices be quoted just as rails and 
bolts are now. In fact there is no reason why cars 
might not be standards as well as their separate parts, 
so that makers would not hesitate about manufactur- 
ing a stock of them ahead of orders. 

But before the Car-Builders’ or any other associa- 
tion will be able to establish standards for car con- 
struction, and maintain their correctness and accuracy, 
it will be essential that some adequate system of re- 
cords should be adopted and that the utmost pains 
should be taken to have these records correct, and 
that they should be preserved from alteration or loss. 
When a car-builder buys a piece of land, he has the 
deed examined with the utmost care to see that the 
description and the dimensions of his property are 
correctly given and conveyed to him. Surely an equal 
amount of care should be taken when standard di- 
mensions are adopted which will be embodied in thou- 
sands of cars, and which will form part of the speci- 
fication, giving the expenditure of per- 
haps millions of dollars. It is difficult 
to see how these standards can be maintained unless 
some kind of bureau is established with proper offi- 
cers, to whom the duty of caring for such records is 
assigned. The need of this will become more and 
more evident as the work of the Master Car-Builders’ 
Association advances, and whenever its action makes 
such a bureau essential it is quite certain that the aid 
and co-operation of the railroad companies in estab- 
lishing it may be counted on. 





CARRIACE OF PFRISHABLES. 








The progress of railroad law has developed some in- 
teresting decisions upon the peculiar responsibility 
and duties of the companies when the transportation 
of goods of perishable character is in question. One 
peculiarity of the subject consists in the difficulty of 
drawing any line between the share of the risk of 
decay, freezing, evaporation, heating, etc., which the 
carrier assumes, and the share which remains upon 
the sender. Suppose that eggs, which are inherently 
liable to addle, are sent by railroad; or meat, which 
will spoil by heat; or plants, which may be killed by 
frost ; or summer fruits, which will rot by mere lapse 
of time ; and suppose the parties make no special con- 
tract ; does the railroad company assume auy extra 
duty or responsibility in view of the peculiar danger, 
or is the entire risk that tHe things may spoil during 
the journey upon the sender? Probably no case has 
arisen in which a court has assumed to lay downa 
formal and comprehensive rule. The tendency of 
the decisions seems to be in favor of the 
adoption of a _ doctrine like this : that 
the carrier of perishable goods (if notified of their 
fragile or short-lhved character: shippers sometimes 
send them disguised) is bound to take reasonable 
precautions in view of their liability to perish. His 
duty is not performed by merely hauling them bodily 
from one terminus to the other, but he must give them 
such expedition and such shelter on the way as their 
qualities demand. Beyond this, however, the risk 
springing from the perishable character of the goods 
is chiefly on the sender. The railroad company, even 
when an insurer agaiust other causes of loss, is not an 
insurer against losses attributable to the inherent quali- 
ties of what it carries. This doctrine has been often- 
est stated in cases where live animals haye suffered or 
died on a journey. In an Illinois case last year, for 
instance, a mare and colt were sent in a box car; the 
weather was hot, the car was’ kept too much 
closed, and the mare sickened and died. TheCourt 
said that if her injury resulted from inhereat inability 
to bear the extreme heat, the company was not liable ; 
it was liable if the car was an unsuitable one or was 
improperly or injudiciously closed by the train hands, 
and this was the cause of the loss. The like has been 
said in New York and South Carolina. 

Some liberty is given to the companies, in recent 
years, to refuse to receive perishable articles for which 
there are not adequate means of prompt or safe trans- 
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in New York in which a car-load of cabbages was 
frozen on the journey between Albany and New York, 
and the company excused itself on the ground that 
there was such a pressure of business at the time that 
the car had to lie over awhile on the way. But the 
Court said that by accepting the cabbages for trans- 
portation the company assumed the duty of forward- 
ing them with the promptness appropriate to their 
perishable nature. If it had not the means to do this 
it should have refused to take them in the first in- 
stance. A carrier has the right so to refuse. Nearly 
the same was said in Virginia a couple of years ago, 
where a car-load of potatoes was held over on the way 
a couple of days, during which a frost set in which 
ruined them. The Court said that a sudden frost is 
not one of those inevitable accidents which are often 
called ‘‘ acts of God,” and for which carriers are not re- 
sponsible ; in the fall of the year frost may be expected, 
and should be provided against when carriage of 
potatoes is the business in hand, 

Cases somewhat perplexing have occurred where a 
train carrying both ordinary and perishable goods has 
been stopped by collision, wreck of a bridge, or some 
casualty of that sort, and the men in charge have had 
to make a sudden choice, as best they might, what to 
do with the various parcels. In these instances the 
Courts have said that the carrier may and generally 
ought to give a preference to the perishable goods, if 
he can forward them promptly but cannot forward 
all. Apparently if a train carrying summer fruits and 
pig iron is broken up on the trip, the owners of the 
iron will have no ground of complaint against the 
management because their lot was delayed, if the man- 
agement can show that it was only possible to send 
one car forward, and that the preference was given to 
the fruit on account of its perishable character. In 
one instance a train carrying twelve bushels of 
peaches, in the charge of an express company, from 
Ohio to New York city, was stopped near Utica by 
the downfall of a bridge. The express company, in 
view of the hot weather, the condition of the fruit, 
and the probable delay, sold the peaches in Utica for 
what they could get ; and the Court held that if this 
was a judicious decision, under the circumstances—if 
it was adapted to reduce the fruit-owner’s loss more 
than any other course open—it was rightful, and dis- 
charged the express company’s duty. 

There is, of course, a steady effort on the part of the 
companies to shield themselves by special clauses in 
their receipts. Care is necessary in framing these 
clauses. A Binghamton firm bought a lot of green 
hams at Chicago and sent them over the Erie road to 
Binghamton. The railroad receipt given by the 
freight agent at Chicago contained stipulations that 
the company should not be liable for goods while *‘ at 
any of their stations awaiting delivery;” and that 
‘‘go0ds must be removed during business hours.” 
The car-load of hams reached Binghamton on a 
Thursday, but no notice of arrival was given to the 
owners of the goods until Saturday at about 5:30 p. 
m., and their carman, who inquired on Thursday and 
Friday for the hams, was told, through some mistake, 
that they had not come. As the owners thought it 
impossible, late Saturday afternoon, to remove the 
goods ‘‘during business hours,” they waited till 
Monday; and when the hams were unloaded on 
Monday they were found to be spoilt by heat and 
delay. The Court held that the special clauses in the 
receipt did not protect the company. It could not be 
said that the goods were ‘‘ awaiting delivery” on 
Thursday or Friday, for the company’s agents gave no 
notice that they had come, and misinformed the 
owner’s messenger when he inquired for them. Nor 
could it be said that they were ‘awaiting delivery” on 
Saturday night or Sunday, because the stipulation, 
‘*voods must be removed during business hours,” and 
the regulations and usage of the company as to the 
non-delivery of goods at night or on Sunday, prevented 
delivery then. A clause, ‘‘ not liable after goods are 
are awiting delivery,” means, after the completion of 
whatever, on the part of the carrier, needs to be done 
to enable the consignee to obtain delivery. 

The story of a case decided last year in the New 
York Court of Appeals was thata nursery man bought 
a parcel of quince trees in New York city, and ap- 
plied at the New York Central & Hudson River freight 
office there to have the trees carried to his place at 
Geneva. The freight agent laid before him the usual 
‘shipping contract,” as the Court calls it, and he 
signed it. The length and complexity of the docu- 
ment was criticised by the Court, in its decision ; and 
it may be worth while to observe that these special 
contracts will be most likely to give protection when 
they are framed so as to be intelligible to the inex- 
perienced. The tendency of opinion in the courts is 
to allow a carrier to reduce his liability only so far as 
he can show that the customer actually agreed to the 





special contract ; and wherever the clauses are num- 
erous and perplexing, or the circumstances attending 
the signing the paper are unfavorable to the probabil- 
ity that the sender of the goods understood their ef- 
fect, the courts are apt to decide that his assent is not 
proved. To use one form of receipt in which are 
crowded special clauses applicable to all sorts of traffic 
is convenient in the freight office, but is not as secure, 
legally speaking, as to have different blanks appro- 
priate to different branches of transportation, such 
that any one of them, when presented to a court of 
justice, will appear likely to have been easily under- 
stood by the customer. In this quince-trees case, the 
company’s defense was prejudiced by the fact that 
the freight receipt was two printed pages in length 
and filled with a great number of special exemptions, 
so that the nurseryman might well be puzzled, in the 
hurry of business, to select, read and understand those 
portions which related to the carriage of fruit trees. 
The clause on which the company relied was one ex- 
empting it from liability ‘‘for damage occasioned by 
delays from any cause, or change of weather.” There 
was a delay in the transportation during which the 
fruit trees died ; and then the sender sued the com- 
pany for the value. 

The counsel for the company might have defended 
successfully by showing (if such were the fact) that the 
delay or exposure of which the trees died was not at- 
tributable to any negligence in the management, but 
he rested the case solely on the exemption clause, 
claiming that without any special clause the company 
would not be liable for death of trees by delay unless 
there were negligence; therefore the nurseryman 
ought to have understood that the purpose of the 
clause was to relieve from liability even for negligence. 
But the Court would not sustain this extreme claim. 
The judges said that in New York a special contract 
excepting negligence may be sustained, but it will not 
be favored. It must be plainly and distinctly expressed, 
and there must be proof that the shipper assented to 
it voluntarily and understandingly. Shippers (they 
said) would not generally understand that such a 
clause was intended to absolve the carrier from the 
consequences of his negligence. And they added this 
caution to the companies : 

‘* The circumstances under which contracts of this 
kind are usually made preclude a careful consideration 
by the shipper of their language and effect ; and it is 
not too much to require that the carrier, who usually 
prepares the contract in advance, and exacts the con- 
sent of the shipper as a condition of taking the property, 
shall in explicit language, if he seeks to rid himself of 
the obligation of care and the reponsibility for his own 
negligence, express this intention in his contract, not 
leave it to inference, argument or construction.” 








Chicago Eastward Shipments in September. 


We have now complete reports of the through ship- 
ments eastward by rail for the month of September, 
which for Chicago may be considered the second 
month of the new crop year, but is the first in which 
there could be any movement worth mentioning of 
spring wheat. or a large one of oats, andas Chicago is 
not a great winter wheat market, September is more 
likely than August to indicate the effect of the new 
crops on traffic. The total through rail shipments in 
September by the eight railroads to the East for five 
successive years have been, in tons : 

1879. 1880. 1881. 1882. 1883. 
134,141 151,464 205,414 153,234 191,977 
Thus the September shipments this year are 25 per 

cent. more than last year, when rates were the same, 
274 per cent less than in 1881, when rates were half as 
high, 26 per cent. more than in 1880, and 43 per cent. 
more than in 1879, when rates were higher than this 
year. The movement has been, in fact, a very heavy 
one, and has been equalled when navigation was open 
and rates as well maintained as last month only in 
October, 1879, June, 1880, and in November, when the 
close approach of navigation and of freezing weather 
causes many freights to be hurried forward. There 
has} been nothing more favorable in the business 
situation for a long time than these heavy September 
shipments from Chicago by rail, which have been ac- 
companied by heavy lake shipments also. 

The earnings from these shipments have been about 
as follows: 
1879. 1880. 1881. 1882. 1883. 
$804,954 $909,384 $796,241 $766,170 $959,885 

Thus the earnings this year were considerably larger 
than in any other, and a fifth larger than in 1881, 
when the traffic was largest. 

If we allow the 19 per cent. awarded to the two new 
roads, then the other six still have $777,507 left, which 
is more than last year, and nearly as much as in any 
other except 1880, 


For each of the nine months ending with September 
the Chicago shipments have been: 











1879. 1880. ‘1881. 1882. 1883. 
January ..... 192,512 163,378 265,872 321,166 257,973 
February....198:541 1665541 204/331 225.816 223.212 
rch..... . 258.458 318.938  212°071 179,145 287,495 
Three mos..649,511 648,902 680,224 726,127 767,780 
April........ 298,042 186,543 275,417 138,475 147,129 
epee 280:335 125,157 171.432 315.322 141,011 
eae... -. cc 260,234 223,977 242'463 115.805 123,889 
Lope 145.788 160.187 259.253 95.930 113.575 
Four mos....984,419 695,864 948,565 464,641 525,604 
August...... 162,263 169,314 260,608 131,875 165,168 
September... 134141 1511464 265,414 153'234 191,977 
Nine mos.. 1,930,334 1,686,544 2,154,811 1,475.877 1,650,520 
Three mos. 541,404 644,096 734,506 653.054 
Year.... .. 2,471,738 2,309,640 2,889,317 2.128,931 on 


We have divided the years into periods correspond- 
ing with the course of traffic this year, when for the 
first three months the shipments were extraordinarily 
large, but in the next four, which were the last of the 
old crop year, were smaller than in any other year of 
the five except last year. In the last two months 
there is a pronounced change in the traffic. Ship- 
ments were greater this year in August and Septem- 
ber, taken together, than they have ever been before, 
except in 1851, when the low rates drew the lake 
traffic. Comparing with 1880, the year of most profit- 
able traffic, we find an increase this year of 118,878 
tons in the first quarter, a decrease of 170,260 in the 
next four months, and an increase of 86,367 tons in 
the last two months. 

Thus the indications so far are of a crop-year more 
favorable than the last one, It must be borne in 
mind, however, that a year ago the corn movement 
was from the crop of 1881 (1,195 millions), and this 
year from the crop of 1882 (1,617 millions), and that 
corn and provisions made from corn are the chief ar- 
ticles of traffic this year. It is then not so much the 
new crop as the old one that has been making heavy 
traffic recently. 

The statement of tonnage for this year lacks that 
of the new Nickel Plate and Chicago & Atlantic roads 
previous to August, which amounted to about 35,000 
tons in June and July, and perhaps 20,000 to 25,000 
tons earlier. Without this we find the total about 12 
per cent. more than last year, nearly the same in 
1880, but less than in 1879 and 1881, in both of which 
years very low rates caused large shipments. 

For the remaining three months of the year the 
course of shipments will perhaps be more uncertain 
than usual. As shown below, shipments were large 
in the first two weeks of October, and if there is no 
change, we shall have larger shipments in this last 
quarter than in any other year except 1881, and per- 
haps as large as then. There is certainly more corn 
than last year at this time, and though the year’s crop 
of wheat is much less than last year’s, there is a large 
surplus over from last year, and the stock accumu- 
lated at Chicago and elsewhere awaiting shipment is 
twice as great as last year, so that if a demand should 
spring up, there could be exceptionally large ship- 
ments at once. The movement of wheat so far, how- 
ever, has been comparatively light, and as the 
world is well supplied for the present, it may 
continue so for some time longer; the result 
of whic h will probably be a larger winter movement, 
which will be better for the railroads, as they will get 
the whole of it and probably a better price for carry- 
ing it. Provision shipments promise to continue 
much heavier than last year, as they have been for 
some months, and they may be exceptionally large in 
this last quarter of the year fora reason which will 
reduce them next year, namely, the damage to corn 
by frost. There is doubtless a much larger number of 
hogs to fatten than last year, and a great deal more 
old corn; but what may hasten the marketing 
of the hogs is the great quantity of soft 
corn which will never be fit to ship, and which 
will spoil or greatly depreciate in value if 
kept long. Consequently the farmers are likely 
to be now feeding this poor corn as fast as their stock 
will take it, when, if their corn was all sound they 
would not be in haste, but wait to take advantage of 
the market, etc. If there was much corn damaged 
throughout the hog- growing country, this might have 
a great effect, but as in more than half of it the corn 
is generally sound, the haste to fatten in the North 
may be counterbalanced by delay in the South, and 
very probably will be if prices are kept low by an ex- 
ceptionally large supply of hogs fed on soft corn. But 
as the soft corn is mostly in the country which sends 
its hogs to Chicago and not to other large packing 
towns, we may feel it in the Chicago shipments before 
the year is over. 

To make our weekly record complete we give below 
the shipments of the last week of September (included 
above) as well as those of the first week of October, 








and the incomplete statement for the second week of 
October, 
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The complete report of the eastward shipments of 
through freight from Chicago for the last nine days 
of September shows a total of 51,004 tons, which is at 
the rate of 89,670 tons per week, and for the first week 
of October the report shows a total of 48,723 tons, 
and the weekly shipments for seven successive weeks 


have been: 
nn eee — Week ending —— 
Aug. 21. Aug. a Sept. 7. Sept. 14. Sot. 21. Sept. 30. 
38,500 39,165 46,947 49,731 44,296 39,670 

Thus, sede there wasa considerable decrease in 
the last week of September compared with other Sep- 
tember weeks, there was a recovery in the first week 
in October. making them then but little below the Sep- 
tember average, which was a very good one. 

In these last two weeks the percentages carried by 
the several roads this year and last year were : 


—Last week—. —First week— 
of Sept. of Oct. 
3 





zn 


Oct 
43, 725. 







3. 1832. 1883, 1882. 
Cc. & Grand Trunk . to ae 10.4 8.9 
Mich. Cen.......... 6.1 213 16.3 23.8 
Lake Shore.. 6.4 19.4 on. 197° 
Fort Wayne.. 2.6 30.9 23.1 30.5 
Ch., St. L. & ¢ Pitts . 61 8.7 6.3 9.7 
Balt. & Ohio wep an 8.1 y & | 7.4 
Cue: Be ARIS ol ee ad Vole foe «<a yO, Ee 
TRUE he ods snvepenelansndecem 10.1 p 10.3 


We see that in both weeks this year dite EG & 
Grand Trunk and the Chicago, St. Louis & Pittsburgh 
carried much less than they usually carried last 
summer, and the Chicago & Atlantic somewhat less, 
but the latter considerably more than the share (11 
per cent.) recently awarded it by Mr. Fink. Both the 
Michigan Central and the Lake Shore had less than 
that award gave them, but the Fort Wayne had con- 
siderable more. It and the Pan-handle together were 
awarded 27} per cent. of the shipments ; they carried 
in these two weeks 28.7 and 29.4. The Nickel Plate 
both weeks carried considerably more than the 8 per 
cent. awarded it. 

For four successive years the shipments of these two 
weeks have been : 

1880 


1881. 1882. 1883. 
Week to 
Sept. 30..... ....35,928 52,059 33.076 39, on 
OB. Fess read Pee 38,643 60,578 32,810 43,723 


In both weeks, therefore, the shipments were larger 
than in any of the others except 1881, when the rates 
were but half as high as now. Compared with last 
year, the shipments this year were 20 percent. greater 
in the last week of September and 33 per cent. greater 
in the first week of October. Last year at this time 
there was scarcely any corn to carry, but much other 
grain: more encouraging is the increase over 1880, 
when crops of all kinds were good and business of all 
kinds active. 

For the week ending Oct. 13, the incomplete report 
of through and local eastward shipments of flour, grain 
and provisions gives a total of 49,052 tons, which is 
2,336 tons more than this report showed in the pre- 
vious week of this year and 22,864 tons more than in 
the corresponding week of last year, when, however, 
the complete report made the shipments 8,600 tons 
more than the incomplete one. The percentages re- 
ported for last week are: 


Ch. & Grand Trunk.... .... 16.4 Chi., St. L. & Pitts.. vee ee 
Mich. Central. . So asiggsd CE) SOR EMIO Sci0i9.05 co oecinee 7.5 
Lake Shore... .....eccccccee 14.5 Chi. & Atlantic............. 9.8 
Port Wayme:...5.d0-vsk) sone 24.9 | Nickel Plate................ 12.9 


These percentages may be greatly modified by the 
complete report, which will be for substantially the 
same week, differing only by covering Sunday the 7th 
instead of Sunday the 14th. But as an example of the 
extent to which the two reports may differ we give 
below the complete and incomplete reports for the first 
week of October, both reports covering the same six 
working days, but the incomplete report extending 
also over Sunday, Sept. 30, while the complete one in- 
cludes Sunday, Oct. 7, instead: 


————-Tons.-————. —-—Percentages.—-— 
Ine nomnmiane. Complete. Incomplete. ete 


Ch. & Grand Trunk... 8.6% aj 13.5 10.4 
Mich. Central....... . 18 UL 7110 14.1 16.3 
Lake Shore............ 7.242 5,606 15.5 12.8 
Fort Wayne... .... 6,606 10,083 14.1 23.1 
Ch., St. L. & Pitts .. 3,493 2,752 7.5 6.3 
Balt. & Ohio ........ 2,963 3,125 6.4 iB. 
Chic. & Atlantic...... 5,440 5,991 11.7 13.7 
Nickel Piate....... .. 5,718 4,521 12.2 10.3 

TBR in gees sateen 46,716 43,723 100.0 100.0 


The differences here are so very great that no one 
would suppose the time covered to be substantially 
the same week. But the two statements do not cover 
the same traffic, and the differences in the percentages 
shipped by the different roads are so great that any 
attempt to judge of the distribution in the pool by the 
incomplete report can be only misleading. 





Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows: 

Arkansas & Louisiana.—Extended from Washington, 
Ark., northwest to Ozan Creek, 6 miles. 

Kansas City, Fort Scott & Gulf.—This company’s Kansas 
City, Springfield & Memphis line is extended southeast to 
West Memphis, Ark., 17 miles, completing the road. 

New Orleans & Northeastern,—Completed by laying track 








from New Orleans, La., 
train, 30 miles, and from Pearl River, Miss., northeast 16 
miles. Gauge, 5 ft. 


northeast across Lake acme 





any other year except 1881. This traffic is especially sig- 
nificant as indicating the country’s consumption of 
merchandise. It increased rapidly from year to year until 


Northern Pacific.—The Fergus Falls Branch 4 is extended | this year, when, so far, it has been about the same as in 


from Wahpeton, Dak., west to Milnor, 42 miles. 

Oregon & California.—Extended from Glendale, Oregon, 
south to Louse Creek, 10 miles. 

Pontiac, Oxford & Port Austin.—Extended from Oxford, 


. Mich., northward to Caseville, 851¢ miles. | 


This i is a total of 206!¢ miles of new railroad, making 4,835 | 
miles thus far this year. The total new track reported in | 
our columns to the corresponding date for 12 years past has | 
been as follows : 


Miles. | Miles. 
ee CR eee 
MM ai ceksecchkbe saeaddar OPI Me ccish Sas boverce¥ es 1,770 
nad cich®eiac sana sie eak hs chant tAdsdaeeckehans 920 
ss 4an nes 4,275 METS a wrntentece. Gears 1,242 
MED bbaicdd ict tev ed! | needles 2,619 MNS A ats 5 Ta do sSrhg tie s:calese 2,955 
SE Cer eee | ik Serene oer eS 


The statements include main track only, no account being 
taken of second tracks or ether additional tracks or sidings. 

Tbe laying of new track has probably now passed its 
maximum, and the reports will be smaller from this time 
forward. 








THE NEW CHICAGO PERCENTAGES awarded by Mr. 
Fink to the eight roads in the east-bound pool have been 
published. We give them below in connection with the per- 
centages that have been given by previous awards. For 
freight they have been : 





-———— Award dating from SS 
Juneji, Marechi13, July 1, 






1878. 1880. 1882. 1883. 
Ch. & Grand Trunk..... ... 10 11 11 
Michigan Central . 81 26 2414 1834 
Lake Shore...... 26 23 214 17 
Fort Wayne... 25 23 251% 19% 
Ch., St. L. & Pitts as 10 10 10 8 
2 8 Sr 8 8 8 7 
Chic. & Atlantic........... i ? ts p 11 
N. X-, Cite. & St. L....... ‘ m ats ew 8 
MN ons csagg acts xa 100 100 100 100 


The great changes in percentages that have been made in 
these years are chiefly due to the completion of the three 
new roads into Chicago, though a change in the routes of 
some freight lines may have somehing to do withit. We see 
that until June 1, 1880, the Michigan Central was entitled 
to 31 per cent. of the total Chicago shipments ; now it has | 
but 1884 per cent., and no road hasmore than 191/ percent. | 
The three nev. roads are awarded 30 per cent. of the whole, 
1214 of which has come from the Micbigan Central, 9 from 
the Lake Shore, 534 from Fort Wayne, 2 from the Pan- 
handle and 1 from the Baltimore & Ohio. The reduction on 
the two Vanderbilt roads, made within little more than 
three years, is something enormous; they have suffered 
more in proportion than the roads south of them, because 
all the new roads carry to New York and New England 
chiefly, as the Vanderbilt roads do, and not much to Phila- 
delphia and Baltimore, where they would interfere chiefly 
with the Pennsylvania’s lines and the Baltimore & Ohio. 
These great changes are a striking illustration of the uncer- 
tainty of railroad business. However well placed 
a line may be, and however stable its traffic may 
seem, a few months may bring a new competitor, or 
more than one, to divide the traffic which the old road has 
perhaps nursed from small beginnings to great proportions. 

There has been no growth of Chicago shipments sufficient 
to make up for these reductions of percentages. In fact, the 
shipments this year will probably be about the same as those 
of 1880 and less than those of 1879. For the twelve months 
ending with May, 1880, being the last year that Michi- 
gan Centralhad 31 per cent. of the Chicago shipments, the 
total receipts from this traffic (by eastern as well as western 
roads) were about $14,750,000, of which the Michigan 
Central’s share was $1,315,000. With the same total earn- 
ings the Michigan Central’s share by the new award would 
be but $875,000. If only one-third of this were net, the 
loss would still be about equal to 144 per cent. on its stock. 

This may seem to explain to the holders of stocks of many 
railroads why it is that tbe properties which a few years 
ago seemed so promising are not making larger dividends. 
The total amount of traffic may be all that was promised, 
but the increase in railroads has been much greater than 
that in traffic and earnings. 

The percentages of live ‘stock awarded by Mr. Fink, tak- 
ing effect July 1 also, are: 11 per cent. to the Chicago & 
Grand Trunk, 17 to the Michigan Central, 26 to the Lake 
Shore, 13 to the Fort Wayne, 8 to the Chicago, St. Louis & 
Pittsburgh, 5 to hee Baltimore & Ohio, 11 to the Chicago 
& Atlantic, and é to the Nickel Plate. The changes here 
are very great, due to the fact that three roads by this 
award first get a share of the live stock. The Fort Wayne 
suffers especially, probably because the Pan-Handle’s and 
the Chicago & Atlantic’s share both come largely out of its 
old percentage. 

There have been several appeals from these awards, as is 
usual when any award is made, but meanwhile it serves as a 
basis, and if it prevents cutting rates it answers the purpose 
perfectly, however much delay there may be in arbi- 
trating. | 








WEsT-BouND RaIL SHIPMENTS FROM NEW YORK were 
about the same in September as in August and did not vary 
greatly from the shipments last year, which were larger 
than ever before in September, except when the railroads 
were carrying at much less than the present rates, in 1881. 
Under ordinary circumstances the heaviest shipments from 
the seaboard cities westward are made in August,September 
and October, and the indications now are that this 
year there will be about the same as last year in 
the corresponding months, and considerably more than in 





| in Philadelphia. 


1881, but it was considerably less than last year until July, 
because in the first half of last year the trunk lines were 
|carrying for about half price and getting nearly all the 
freight which otherwise would have gone by canal or by more 
indirect routes. 





THE SCRAP HEAP. 


Locomotive Building. 


The Brooks Locomotive Works in Dunkirk, N. Y., ar® 
completing an order for several ten-wheel locomotives with 
19 by 24 in. cylinders, for the Cincinnati, Washington & 
Baltimore road. They have also completed a shifting en- 
gine for the same road. 

The Manchester Locomotive Works in Manchester, N. H., 
are building three new engines for the Bostun & Maine 
road. 

The New York Locomotive Works in Rome, N. Y., are 
building two mogul freight engines for the Rome, Water- 
town & Ogdensburg road. 

The Rhode Island Locomotive Works in Providence have 
have recently completed four mogul freight engines for the 
Rome, Watertown & Ogdensburg road. 

Car Notes. 

The Woodruff Sleeping Car Co. bas just completed a new 
saloon car, torun on the Pittsburgh & Lake Erie road, 
which is thus described: ‘‘It is of the ordinary coach size, but 
in its arrangement and garniture decidedly in advance of 
anything heretofore seen at this point, and a chef-d’cuvre of 
railway art that the Woodruff Co. may well be proud of. 
Eighteen large, luxurious pivotal chairs occupy its interior, 
nine on a side, with dainty tables interspersed. Moquette 
carpets of pleasant color and design cover the floor, great 
French plate glass windows, shaded by lambrequins of tast 
design, with which the sides may be said to be constructed, 
afford a view, clear as the air itself, of the outside world, 
and panelings in embossed cork veneer and mirrors lend a 
pleasant enchantment to the eye. The upholstery is in a 
delicate shade of olive green, set off with a light colored 
ceiling and silver-plated appurtenances. Much of the cabi- 
net work of the interior is of mahogany, and the remainder 
of cherry. Lavatories. closets and smoking and parlor 
rooms are located in each end. 

The Latrobe Car Works at Latrobe, Pa:, have been 
started up copia < on an order for freight cars for the Penn- 
sylvania Railroad. 

The Delaware & Hudson Canal Co. shops at Green Island, 
N. Y., are building a snow-plow said to be the largest ever 
made. 


Bridge Notes. 


The Delaware Bridge Co., of Trenton, N. J., and No. 52 
Wall street, New York, has the contract ‘tor the superstruc- 
ture of the proposed new bridge over the Ohio River be- 
tween New Albany, Ind., and Louisville, Ky. Work on 
the piers for this bridge, "which has been suspended for 
some time, has been resumed. 

J. E. Lyman, of Cedar Rapids, Ia., has taken the contract 
for a bridge over the Marais des Cygnes River, near Rich 
Hill, Mo., on the new St. Louis, Emporia & Western road. 


Iron Notes. 


The Pennsylvania Steel Co. held its annual meeting re- 
cently in Philadadelphia, when the following directors were 
chosen for the ensuing year; Samuel N. Felton, H. H. 
Houston, Wm. Matthews, Edmund Smith, Wm. M. Spack- 
man, Frank Thomson, Charlemagne Tower. 

The North Chicago Rolling Mill Co. is making 1,600 
tons of steel rails for the Milwaukee, Lake Shore & Western 
road. 

The Cambria Iron Co. has been for some time engaged 
in the important work of replacing its old blast furnaces at 
Johnstown (Nos, 1, 2, 3, and 4,) with new furnaces of large 
capacity and complete in all their appointments. Two of 
the new furnaces are now under construction ; the other 
two will be built as soonas the ones now in course of 
erection shall have been completed. The destruction of 
furnaces Nos. 1 and 2 was begun in May last, and the new 
furnaces are located on the site of their old stone stacks, 
which were built about 30 years ago. The chimney for 
furnaces Nos. 1 and 2 is 200 ft. high, has a stone founda- 
tion 38 ft..high, and contains ever 200,000 bricks.—Bulle- 
tin of the American Iron & Steel - Association. 

The Musconetcong [ron Co. has both its furnaces at Stan- 
hope, N. J., in blast. 

Coopar & Hewitt have their Durham Furnace, at Dur- 
ham, Pa., on the Delaware River, in blast. Their Pequest 
Furnace i in Warren County, N. J. , is not now running. 

Andover Furnace in Phillipsburg, N.J., has two stack 
in blast, while the third stack is rebuilding. 

The Marquette Mining Journal states that Fond du Lac 
Furnace, at Fond du Lac, Wis., will be put in blast for the 
first time at the beginning of this month. The furnace was 
built in 1873-74 to use Lake Superior iron ore, but bas never 
been put in blast until now. 

Katahdin Furnace at Katahdin Iron Works, Me., bas 
been continuously in blast since August, 1882. , and i is to run 
all winter. 

The Rail Market. 

Steel Rails.—The Iron Age says: “‘ The market shows no 
more animation than it has for some time back. Buyers of 
large lots have made no bids recently, so that prices are 
entirely nominal. Orders on hand will last until December ; 
beyond that all is doubt and uncertainty, and it is impossi- 
ble to say what prices will rule until the market is fairly 
tested. Small lots command $37.50 to $38 for immediate 
delivery, with a fair demand, particularly for light rails.” 

Rail Fastenings.—Spikes are still quoted at $2.60 per 
100 Ibs. in Pittsburgh, although it is said that sales have 
been made at lower figures. Track-bolts continue at $3 to 
$3.25 per 100 lbs., and splice-bars at 1.9 to 2 cents per 
pound. 

Old Rails.—The market continues quiet and some sales 
of old iron tee-rails are reported at $23 to $23.50 per ton 
From Pittsburgb a more active demand is 
reported, with sales of American tees at $24 to $24.50 per 


| ton. 


A Remarkable Event. 


As the overland train wheezed into the depot last Thurs- 
day, and the passengers gathered around the bazgage car 
to receive the remains of their luggage, a singular incident 
occurred which produced a profound impression on the be- 
holders. The luggage smashers had slammed out about a 
third of the passengers’ débris, when they came to a wooden 
box belonging to some honest emigrant, who, with a touch- 
ing faith in improvements of our inventive people, had 
carefully tacked to his trunk a red flannel chest protector. 

Even the burliest ruffian in the trunk-trampling gang 
felt a twinge of shame at this mute appeal to his nature, 
and as the chest was carefully lifted oan wen gently placed 
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on a truck, there was not a dry eye in the crowd.—San 
Francisco Evening Post. 


A Powdered Locomotive. 


A Buffalo locomotive entered the flour business in a 
hurry the other day. A train was leaving the city at 
full speed, when on a cross-road beyond the city line the 
engineer discovered a man with a wagon-load of barrels 
attempting to cross the track. In spite of the air-brake the 
train slid on to the crossing and caught the rash teamster be- 
fore he got across the rails. The engine struck the wagon 
plump in the centre. The farmer went flying 30 ft. 
away, and the horses, liberated from their load, sped away 
down the road. Strange to relate, the ‘man was uninjured. 
He picked himself up swearing mad, and made things blue 
around there for a little while. But ob, the poor engine! The 
barrels were flour barrels, and the machine was a sight to 
behold! Floured? We should—say it was! And didn’t 
the wipers quote when they saw the machine come into the 
round-house at the end of the trip ?—The Roller Miil. 


It Looked that Way. 


At oneof the Northern depots lately an old lady, whom 
an inward train bad just deposited, timidly ae a 
brakeman and asked if he knew whereabouts on the line her 
nephew was employed. ‘* Abner?’ said the railroad man, 
“Ob, he’s been changed about considerably lately. He fired 
the John Edward till she ditched the graves and he got stove 
in. When be came out they gave him the Owl fora while, 
then he broke the two-eight passenger till she jumped a 
know-nothing, and he got pinched somewhere, and now 1 
believe he’s spare round the yard. You see, he’s had hard 
luck.” The old lady stood speechless for a moment, as if 
trying to digest the idioms of the railroad, and then said 
pe as if at a hazard, that she “thought he had.”— Boston 
Globe, 


‘*Mrs. Lane’s” Account. 


At the Roadmaster’s office a few days since, a report of 
material used was received with this indorsement : ‘“‘ Charge 
to Mrs. Lane’s account.” Investigation proved that miscel- 
—- account was intended.—Galesburg (Ill.) Plain- 

eater. 


Attempt at Train Wrecking. 


A dispatch from Plymouth, Ind., Oct. 14, says: ‘‘ James 
R. Firstone, James Smiley, John Riley, and William Clark, 
all well-known young men of this place, were arrested to-day 
and lodged in jail on two charges—the first cf robbing a gun 
store, and the other on information furnished by M. W. Sim- 
ons, agentof the Pennsylvania Company at this place, that 
this party had made two attempts to wreck trains of that 
company a short distance east of this place. The first at- 
tempt was made by a wedge, which did not work. The next 
attempt was to have been made last night, but at the last 
moment Riley’s courage failed him, and this deterred the 
rest. Superintendent Charles D. Law has known of the 
conspiracy, and had several of Pinkerton’s detectives here, 
who were watching all the thieves’ movements. Besides this 
Mr. Law knew of the attempt to be made on train{No. 11 last 
night, and was on the train himself directing its movements, 
and bad everything arranged so that no damage could re- 
sult from any attempt that could be made. The arrest of 
the whole party breaks up the entire conspiracy, and no 
more trouble will be encountered.” 


Narrow-Gauge Rolling Stock for Sale. 


Owing to a change of gauge, the Cleveland, Youngstown 
& Pittsburgh Co. offers for sale, through its purchasing agents, 
Messrs. Fox & Drummond, of New York, its 3-ft. gauge 
rolling stock, consisting of 3 locomotives, 2 passenger cars 
and 140 freight and band cars of different descriptions, for- 
merly in use on the road. 


Massachusetts Railroad Commission Decisions. 


The Massachusetts Railroad Commission has_ rendered 
decisions in the cases of complaints against the New York 
& New England Railroad. he first was from residents of 
Bellingham protesting against the withdrawal of two trains 
from the Woonsocket Division, in relation to which the 
Commissioners say : ‘‘ It is a positive statute provision that, 
without looking to the amount of business or profit, no 
station which has been maintained for five years shall 
be discontinued, or have the accommodation furnished 
by the stopping of trains substantially diminished, 
unless other stations have had theirs diminished ; in 
which case a proportional diminution may be made. 
Because of the statutory duty of the railroad company in 
this case, it is unnecessary to spend time in restating the 
law as to the duties of public corporations, or to repeat the 
statement that the fact that a station or a train does not of 
itself pay, is by no means a conclusive answer to ‘the 
demand that it shall be maintained or operated. 

‘‘These questions need not be considered now, but our 
“uty is to advise the managers of the New York & New 
ngland Railroad Co. to comply with a statute of the Com- 
monwealth, and we therefore recommend to them to restore 
the two trains recently withdrawn from a portion of the 
Woonsocket Division, and to run their trains so that they 
shall stop at Caryville and North Bellingham at substan- 
tially the same hours as heretofore.” 

The otber case was a complaint of the excessive whist- 
ling of locomotives on the night freight trains of the defend- 
ant’s road at Hyde Park. The Board earnestly recommends 
that it be dispensed with at this place in all cases, except 
where it is needed as a strict danger signal, and it is appar- 
ent to them that this can be done without serious inconven- 
ience. 


The Waste of Anthracite Coal. 


In a summary of a paper by Mr. Charles A. Ashburner on 
the estimation of the quantity of coal contained in coal 
beds, the Engineering and Mining Journal says of some of 
the statements made in relation to the quantity available as 
fuel: ‘*‘ Mr. Ashburner has had the advantage of a careful 
record, kept for two years, of the distribution of every 
pound of coal which came from the mines; and combining 
this with the general data above summarized (the details of 
which for each separate colliery will app2ar in his volume), 
he reaches the following conclusions for the mining indus- 
try of the Panther Creek Valley: 

Percentage Percentage Percentage 
left in sent to converted 
mine. culm-bank. into fuel. 

From 1820 to Jan. 1, 1883.... 41 32 27 
For two years, from Jan. 1, 

1881,to Jan. 1, 1883........ 30 24 46 

‘*These conclusions differ widely from the statements of 
some of our best anthracite engineers; and the unusual care 
with which they have been obtained will attract to them 
much interest. The improvements indicated by the final 
figures is highly creditable to the management of the Lehigh 
Coal & Navigation Co. It indicates great progress, both in 
the mining and in the preparation of coal—principally, we 
think, in the latter. That is to say, improved breaker 
machinery and jigs for washing coal have permitted a good 
deal of coal to be mined which was formerly left under- 
ground as too dirty for preparation, while at the same time 
they have permitted the preparation of clean small sizes, 
formerly thrown away with the dirt, but now esteemed for 
many purposes a favorite fuel. It would be instructive to 


learn how much of the diminished waste is due to these 
——, and how much to real improvement in underground 
work. 


A Dying Man Running a Locomotive. 

A dispatch from Pittsburgh, Oct. 15, says : ‘‘ While John 
Bley and James Maloney, switchmen, were repairing a 
freight-car of a train standing at Derry station, on the Penn- 
sylvania Railroad, yesterday, the engineer, not knowing of 
their presence under the car, started the tiain. Bley was 
crushed and died instantly. Maloney was crushed against 
the tender of the engine, and his scalp was almost torn from 
his head, and an arm anda leg were broken. 

‘* Maloney was carried to the engine and laid upon the 
floor. The trainmen then started back for Bley’s body, and 
were pert bow | it to the engine, when Maloney, crazed with 
wes suddenly jumped up and threw the throttle wide open. 

he engine started with great rapidity down the grade. 
When Latrobe was reached, six miles from the scene of the 
accident, Maloney closed the valve and fell unconscious to 
the floor of the cab. He was picked up and taken to a hos- 
pital. There are only slight hopes of his recovery.” 


Triplicate Tunnels. 

At the recent meeting of the British Association Mr. 
Crampton read a paper recommending that long railway 
tunnels should be constructed with three separate openings, 
so that any two could be used at pleasure for the traffic, 
while pure air for ventilation passed through the other. In 
the event of motors being invented obviating the necessity 
for special ventilation arrangements, an additional line of 
rails would be available for traffic without further outlay. 


An Irish Third-Class Car. 


The Rev. B. R. Donehoo in a letter to the Pittsburgh | > 


Commercial Gazette says: 

‘*In order to know something more than is ordinarily ac- 
quired by the usual mode of travel I took a four-hours’ trip 
while there on a third-class rail car on one of the leading 
railway lines. The car was filthy toa degree which soon 
made me regret what I had undertaken. The guard very 
unceremoniously slammed the door shut, locking me in 
along with as motley a looking company as ever yet I had 
met. The car was divided into stalls open from the seats 
upward, so that I could see all my fellow travelers. The 
seats were hard, uncushioned benches, into each of which 
were packed five passengers. There were in all about forty 
in the car, three-fourths of whom were men. The men 
were all engaged in smoking the most villainous 
tobacco I ever yet scented, some were playing cards 
for pennies, and ail seemed to be talking at once, em- 
bellishing each statement as they made it with two or three 
oaths. “After leaving the station one of those rains, so 
familiar to all who have undertaken to do Ireland, set in, 
and the passengers proceeded to make themselves comforta- 
ble by closing the windows. And just at this point my 
regret at undertaking the journey became intensely realis- 
tic. The window sash being pulled upI discovered that 
not merely air but light was excluded. The window sash 
was simply a solid with never so much as a gimlet 
hole in it. In the two hours’ ride amidst the clattering of 
men’s tongues, the profanity and tobacco smoke which filled 
the car to suffocation, I think I can safely say that I never 
gave the Irish question such iutensely serious cousideration. 
If I had been able to reach the ear of Gladstone about the 
time I got off of that train I could have told him how to re- 
dress at least one real grievance of Ireland, and that would 
be to utilize the dynamite sent over here by the Parnellites 
in America in burning to ashes every third-class car from 
Derry to Blarney Castle.’ 


An Old Prophecy. 


In the New England Magazine for September, 1832, a 
magazine edited by J. T. und E. Buckingham, was printed 
an article reviewing a book entitled ‘*‘ A Tour to Prarie du 
Chien, etc.,” by Caleb Atwater. Mr. Atwater’s vision of an 
inter-oceanic railway was thus presented in his book: 

** Along the national road, when completed from Wheel- 
ing to Jefferson City, in Missouri, a railroad might be made, 
and from thence up the Platta, all the way to the Pacific, 
without a hill in the way worth naming. I know, from per- 
sonal observation, that not a single hill or valley prevents 
the construction of a railroad from Wheeling to St. Louis; 
and that, I doubt not, is the worst part of the route. When 
locomotive engines are brought to the perfection experience 
and ingenuity will soon bring them, goods and passengers 
could pass between the two seasin 10 days. That this will 
be the route to China within 50 years from this time scarcely 
admits of a doubt. From sea to sea a dense population 
would dwell along the whole route, enliven the prospect 
with their industry, and animate the scene.” 

This was more than the reviewer, ‘‘a gentleman who had 
resided several years in the western country,” could stand, 
and he demolished Mr. Atwater’s railroad scheme with the 
following words : 

‘** Ay, when railroads shall have been constructed over a 
thousand miles of land almost as barren and arid as the des- 
ert of Sahara, this may be the channel of communication 
between New York and China. Pray, will the passengers in 
Mr. Atwater’s locomotive engine carry their food with them, 
or will they stop to hunt the buffalo? Will the Indians 
have been exterminated, or will the steam carsrun over 
them? Will forests have grown up on the road to supply 
his boilers with fuel? * * * That such a communication 
may take place between the Atlantic states and the East 
In dies some day we will not dispute, for nothing is impossi- 
ble with God ; but that it will exist any time within the next 
two centuries we beg leave to doubt. The obstacles which 
exist at present are as follows: The Indian title is to be ex- 
tinguished over a route of about 1,500 miles ; a railroad is 
to be laid over two-thirds of that distance ; wood must grow 
along the road, and reservoirs must be constructed to 
supply the engines with water. This seems to be a wilder 
scheme than even that of Oregon immigration.’ —Rochester 
Post-Express. 


History of Railroad Signals. 


In an address delivered iu the Mechanical Section during 
the recent meeting of the British Association by Mr. Brun- 
lees that gentleman said: 

‘When railways were first opened they were worked 
without any fixed signals, unless a candle placed in a sta- 
tion window on the Stockton Darlington line may he so 
designated. The candle indicated that the train was tostop 
for passengers, and no candle implied no mys fro No prac- 
tical steps were taken toward the adoption of fixed signals 
till the opening of the Grand Junction Railway in 1838. 
The signal then used consisted of a disk fixed to a spindle 
with a handle to turn it, with a lamp at night to answer 
the purpose of the disk by day. This was a mere danger and 
safety signal. In thesame year Sir John Hawkshaw desig- 
pours j adisk signal attached to movable rails for the Man- 
chester & Bolton Railway, which was set in;motion by a han- 
dle with a balanced weight attached, so that wheu the 
switches were opened to the siding, the face of the disk was 
presented ; and if the switches were open to the main line, 
the side of the disk was presented. As the number of junc- 





tions increased, it became apparent that not only must sep- 





arate signals be given for different lines, but that some kind 
of concurrent action must be secured between signals and 
switches, to prevent accident. Now in long glass houses, 
built high above the line at important junctions, are long 
rows of levers. It is with these bandles that the signalman 
inside the glass-house sets the semaphore in motion, and at 
the same time opens the points to direct the train on to a 
particular line, and perhaps simultaneously close or lock the 
points of a branch line, thereby preventing the possibilit; 
of asecond train coming on the line previously pocmeewe wy f 
When the lever is once drawn over, a mechanical contri- 
vance called a locking-bar prevents the points being moved 
until the whole of the train has passed. In fact, with the 
present apparatus for signaling, the number of trains that 
may be worked on a line of railway with perfect safety is 
enormous, and may be said to have reduced the element of 
human fallibility to as low a point as buman ingenuity is 
capable of compassing. Audible signals are in use only iu 
foggy weather, and the detonating signal, designed by Mr. 
E. A. Cowper, in 1841, continues to be generally employed 
in this country for that purpose.” 


Railroad Young Men's Christian Association. 


The Chicago Association reports that during September 
there were 2,264 visitors at the State street rooms. There 
were 26 new members received, and 317 visits were made to 
shops, round-houses, etc. At the Stewart avenue branch 
there was a total attendance of 2,017 and 13 new members 
were received. There were 235 visits made. The Kinzil 
street branch reports a total attendance of 2,421, and 191 
visits made. At all the branches a large number of papers 
were distributed. At the State street rooms the Arion Musi- 
cal Society has resumed its rehearsals for the winter, with a 
large attendance. 2. 


General Railroad News 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 


Meetings will be held as follows: 

Cincinnati, Indianapolis St. Louis & Chicago, annual 
meeting, in Indianapolis, Ind., Oct. 30. 

East Tennessee, Virginia & Georgia, annual meeting, in 
Knoxville, Tenn., Nov. 14. Transfer bouks close Oct. 15. 

Manhattan, annual meeting, at the office, No. 71 Broad- 
way, Nov. 14, at noon. 

New York, Lake Erie & Western, annual meeting, at the 
office in New York, Nov. 27. 

Northern Pacific, special meeting of preferred stockhold- 
ers, at the office in New York, Nov. 20, to vote on the ques- 
tion of authorizing the issue of second-mortgage bonds. 
Transfer books close Oct. 20. 

Rochester & Pittsburgh, annual meeting, at the office, No. 
20 Nassau street, New York, Nov. 14, at 2 p.m. Travsfer 
books close Oct. 14. 

Dividends. 


Dividends have been declared as follows : 

Baltimore & Ohio, 5 per cent., semi-annual, payable Nov. 
1. Transfer-books close Oct. 19. 

Cedar Rapids & Missouri River (leased to Chicago & 
Northwestern), 114 per cent., quarterly, on common stock, 
payable Nov. 1 to stockholders of record on Oct. 15. 

Concord, 5 per cent., semi-annual, payable Nov. 1 to 
stockholders of record Oct. 13. 

Mount Washington, 10 per cent, from the earnings of the 
year lately closed. 


Railroad and Technical Conventions. 

The Southern Railway d Steamship Association will hold 
its ninth annual convention in Atlanta, Ga., Oct. 24, as by 
notice elsewhere. 

The American Association of Railroad Superintendents 
will hold its fall meeting in Washington, Oct. 23. 

The American Society of Mechanical Engineers will hold 
its annual meeting in New York in the week ending Nov 3. 


Railroad Conductors’ Life Insurance Association. 


The sixteenth annual meeting of this Association was beld 
in Cincinnati Oct. 11. The first day’s session was occupied 
by routine work and discussion of amendments to the con- 
stitution. The reports of the officers showed that the pres- 
ent membership is 1,680. During the last year 21 have 
died, 5 been killed, and 2 disabled, making 28 who have 
received benefits during the year. There has been paid on 
account of dead and disabled $39,969. The average amount 
to heirs of families of members lost by death or disability 
has been $1,480, while the total receipts for the year have 
been $47,415, of which $42,090.77 have been paid for bene- 
fits and expenses, leaving a total balance on band of $5,824. 

At the second day’s meeting the business of the Associa- 
tion was concluded, and officers elected for the ensuing year. 
After selecting Toronto as the place for the next annual 
meeting, the Association adjourned. 


American Institute of Mining Engineers. 


The meeting of the Institute of Mining Engineers began 
in Troy, N. Y., on the evening of Oct. 9, when an address of 
welcome was made by Hon. Martin L Townsend, and re- 
sponded to by Dr. R. W. Rayirrond. Several papers were 
then read and discussed. ; 

On Wednesday the members visited the Clinton Stove 
Foundry. the various works of the Albany & Rensselaer 
Steel & Iron Co. and the Burden Iron Works. A session was 
held in the evening, when some valuable papers were read. 

On Thursday visits were paid to several points of interest 
in the city, and two sessions were held for the reading and 
discussion of papers. At the evening session the business of 
the meeting was closed. 

On Friday morning the members visited, in a cial 
train, the property of the Hudson River Ore Co., and in the 
afternoon most of them left for their respective homes. 

The attendance at the meeting was large, and the papers 
read were of considerable value and interest to the members. 


New York Railroad Commission. 


The New York Railroad Commission has been in session 
this week to hear arguments from the officers of the New 
York Central & Hudsou River road on the petition presented 
to the Commission on the alleged high rates of commutation 
charged suburban passengers over the Hudson Riverand Har- 
lem divisions of the road. The arguments offered were that 
the rates charged were not excessive; that the suburban 
trains do not now pay running expenses, and the public is 
better served by a reduction in ordinary fares than by low 
commutation rates. 

The New York Central and Erie companies have pre- 
sented to the Commission an answer to the recommendation 
that the elevator charge of 1 cent per bushel on grain be 
abolished. They claim that the same charge is made at 
other ports where ships come to the elevators to load, while 
in New York they will not come to the elevator, but the 
railroads have to pay to the floating elevators a charge of 
8{ cent per bushel for lighterage. If the charge was abol- 
ished at New York it would also be abolished at other ports, 
while the lighterage charge would remain, thus making a 
discrimination against New York. 
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Southern Time Convention. 


The Southern Time Convention met in New York Oct. 
17, with Mr. R. R. Bridgersin the chair and Mr. W. F. 
Allen, secretary. 

Thirty-four roads were represented. The new standard 
system of time devised by Mr. W. F. Allen, and finally 
adopted at the General Time Convention last week, was 
adopted on motion of Major E. T. D. Myers, of the Rich- 
moud, Fredericksburg & Potomac Railroad. It was deter- 
mined that the next schedules of the roads should go into 
effect Nov. 28, when the time system is to be generally 
adopted by the railroads throughout the country. A com- 
mittee was appointed to arrange for the tran-misslon of the 
time, consisting of W. F. Allen, Chairman; H S. Haines, of 
the Savannah, Florida & Western; John F. O’Brien, of the 
East Tennessee, Virginia & Georgia; F. Walcott Jackson, 
of the Pennsylvania Railroad’s lines in New Jersey, and W. 
M. Clement, of the Baltimore & Ohio. A letter was read 
from Rear Admiral R. W. Shufeldt, Superintendent of the 
Naval Observatory at Washington, in which the writer said 
the co-operation of the observatory would be accorded. An 
address was made by Lieut. E. K. Moore, of the Naval Ob- 
servatory, on the subject. 


New England Railroad Club. 


The regular monthly meeting of this club was held at the 
club rooms in Boston, Wednesday evening, Oct. 10, Presi- 
dent Adams in the chair. 

Aside from the large number of members present, there 
were present several owners of beating and ventilating ap- 
pliances. 

The president stated the subject for discussion (the best 
methods for heating and ventilating passenger equipment), 
and thegmcalled upon the members to open the discussion. 

Mr. Johnson explained his system for heating and ventilat- 
ing cars, showing blue prints of same. Quite a number of 
his heaters are in service, he said, and giving good satisfac- 
tion. 

Mr. Creamer explained the manner in which he ventilated 
cars. He wasfollowedinu his remarks by Mr. H. A. Gouge, 
who exhibited (by request) a model ot his heater, and set 
forth clearly his system for ventilating and heating both 
cars and buildings. 

Messrs. Adams, Marden, Coghlan and others followed in 
the discussion. 

The question of changing date of meeting was brought 
up and it was resolved to bold the meetings hereafter on the 
fourth Wednesday of each month, beginning with Novem- 
ber. 

Brotherhood of Locomotive Engineers. 

A dispatch from Buffalo, N. Y., Oct. 17, says: ‘ ‘The 
Brotherhood of Locomotive Engineers began its twentieth 
annual session here to-dav. The Brotherhoud has a member- 
sbip of 12.165, and it has been in existence since April 16, 
1868. There are 234 sub-divisions located in every state 
and territory, and the British provinces of North America. 

‘““Many of the delegates arrived yesterday and were 
quartered at the Genesee Hotel. At 10:15 o'clock they 
formed in line, to the number of 200, and marched to St. 
James’ Hall. The engineers presented a fine appearance. 
Tbe procession was headed by P. M. Arthur, of Cleveland, 
the Grand Chief Engineer, and next came the other grand 
officers. William H. Horner, of the Buffalo Division, called 
the meeting to order, and a fervent prayer was offered by 
Rev. Charles Smith. 

**Tben came addresses by Mayor Manning and Senator 
Titus, followed hy the annual address of the Grand Chief 
Engineer, showing the order to bein a prosperous condition. 
After adjournment a magoificent dinner was enjoyed at the 
hotel. In the afternoon the Brotherhood went into secret 
session in New Era Hall. The business will not be completed 
for several days, On Sunday divine service will be attended 
at St. John’s Church,and on Tuesday there will be an excur 
sion to Niagara Falls.” 








ELECTIONS AND APPOINTMENTS, 


American Street Railway Association.—Av the annual 
convention in Chicago last week the following officers were 
elected for the ensuing year: President, Wm. H. Hazzard, 
Brooklyn, N. Y.; First Vice-President, James K. Lake, 
Chicago; Second Vice-President, George B. Kerper, Cincin- 
nati; Third Vice-President, D. F . Longstreet, Providence, 
R. L.; Ex: cutive Committee, H. H. Littell, Louisville; John 
G. Holmes, Pittsburgh; J. E. Rugg, Boston; P. C. Maffett, 
St. Louis, and Jacob Sharp, New York. 


Austin & Northwestern.—Mr. J. A. Rhomberg has been 
anpointed Receiver. He is also President of the company. 
Hi: office is at Austin, Texas. 


Bitter Root Valley.—The directors of this new company 
are: R. A. Eddy, A. B. Hammond, F. H. Woody, Missoula, 
Mon.; W. T. Sanders, Edward Stune, Helena, Montana. 


Buffalo, New York & Philadelphia.—Mr. B. M. Price has 
been appointed General Western Freight Agent, with office 
in Pittsburgh. He has been agent for the road at Titusville, 
Pa., for several years. 


Central Branch, Union Pacific.—At the annual meeting 
in Atchison, Kan., Oct. 11, the following directors were 
chosen: Siduey Dillion, Jay Gould, J. . Hains, E. H. 
Baker, F. Gordon Dexter, F. L. Ames, A. Aikevs, H. Mc- 
Farland, A. M. Mint, J. G. Harris, H. P. Dillon, A. L. Wil- 


— W. T. Kelly. The road is owned by the Union Paci- 
Cc. 


Chicago & Northwestern.—The statement was made last 
week, on the authority of a Chicago dispatch, that Messrs. 
Charles B, Gorham, W. B. Linsley and S. Sanborn had been 
appointed Assistant General Superintendents, in charge, 
respectively, of the lines in Illinois and Wisconsin, in Iowa, 
and in Minnesota and Dakota. We are informed that the 
only appointments made are as follows: 

Mr. S. Sanborn bas been appointed Assistant General 
Superintendent in charge of the company’s lines in Minne- 
sota and Dakota. 

Mr. J. 8. Oliver has been * 


inted Superintendent of th 
Dakota Division in place of = : 


F. Fitch. 


Cincinnati, New Orleans & Texas Pacific.—Mr. Cabell 
Breckenridge having resigned, Mr. A. Petry is appointed 
Resident Engineer of the Alabama Great Southern Divi- 
sion, and Mr, W. H. Harrison Resident Engineer. of the 
Vicksburg & Meridian Division. 

Mr. M. Walsh is appointed General Superintendent of 
Bridges and Buildings of all the lines operated and con- 
trolled by the company. He has been heretofore Super- 
intendent of Bridges and Buildings of the Cincinnati South- 
ern Division, 

Cleveland, Mt. Vernon & Delaware.—W. G. Robinson has 


been appointed City Ticket Agent for thi 
Akron isin y g' 0) Is compapby at 


Denver, Memphis & Atlantic.—The directors of this new 
company are: Wm, Gilpin, Denver, Col.; M. Read, 
Winfield, Kan.; J. M. Endicott, Sedan, Kan.; W. C. Ed- 


wards. J. C. Strang, Larned, Kan.;H. P. Myton, Garden 





' 


Donohue, Belle Plaine, Kan.; John Donipban, Joseph Han- 
sen, H. M. Hansen, St. Josepb, Mo.; Patrick Murphy, Joplin 
Mo.; N. M. Jones, Memphis, Tenn.; M. Mercer, New York, 
General office at Belle Plaine, Sumner County, Kansas. 


Denver & Rio Grande.—Mr. Adolph Engler has been 
chosen Vice-President in place of L. H. Meyer, resigned. 


Evansville & Terre Haute.—At the annual meeting in 
Evansville, Ind., Oct. 16, the following directors were 
chosen: E. 8. Babcock, Jr., George H. Baer, John U. 
Brookman, Isaac T. Burr, John W. Ellis, Thomas W. Evans, 
John E. Green, Wm. Heilman, D. J. Mackey, Thomas F. 
Ryan, James Stillman, H. H. Stevens, James T. Wood- 
ward. 


Fredericton.—This company has elected Thomas Temple 
President; John Richards, Secretary and Treasurer. he 
road was recently leased tothe New Brunswick Railway 
Company. 


Greenville, Laurens & Spartenburg.—Capt. W. W. Kirk 
has been appointed Superintending Engineer in charge of 
construction. He is also Chief Engineer of the Carolina, 
Cumberland Gap & Chicago road. 


Greenwich & Johnsonville.—At the annual meeting in 
Jobnsonville, N. Y.. recently, the following were chosen : 
President, Wm. D. Robertson ; Vice-President, Horton Cott- 
rell ; Directors, W. L. Cozzens, Erastus D. Culver, Walden 
Eddy, E. H. Gibson. Henry Gray, Aaron Griffin, Wm 
Hartshorn, Robert McMurray, Wm. L. Mosry, J. H. 
Thompson, Edward Whiteside ; Secretary, E. H. Gibson ; 
Treasurer, C. H. Van Ness. 


Hiahland Junction.—The new board has elected Charles 
E. Hill. President; Sidney P. Nichols. Vice-President; 
Charles H. Swan, Secretary and General Manager; Augus- 
tus T. Docharty, Treasurer. 


Indianapolis, Decatur & Springfield.—At the annual 
meeting in Indianapolis, Ind., Oct. 11, the following direc- 
tors, one-fourth of the board. were elected for four years: 
Francis O. French, Hiram Hitchcock, George M. Pullman. 
The road is leased to the Indiana, Bloomington & Western. 


Lake Erie & Western.—At the annual meeting in La 
Fayette, Ind., Oct. 11, the following directors, one-fourth 
of the board, were chosen: Frank H+ llins. Arthur Moulton, 
Nelson Robinson, all of New York. Mr. Moulton is said to 
represent the bondholders. 


Louisville & Wadley.—At the annual meeting in Louis- 
ville, Ga., last week, the following directors were chosen : 
J. G. Cain, Wm. Donovan, G. H. Harrell, J. C. Littie, F. A. 
Sinquefield, T. H. Warr,G. W. Warren. The board elected 
Ww. Donovan President; J. G Cain, Vice-President , G. 
W. Warren, Secretary ; J. C. Little, Treasurer. 


Nashville & Decatur.—At the annual meeting in Nash- 
ville, Tenn., Oct. 17, the old board was re-elected. The 
directors afterward elected J. W. Sloss President, and 
George W. Seay Secretarv and Treasurer. The road is 
leased to the Louisville & Nashville. 


Northern Pacific. —The following circular from the Treas- 
urer’s office is dated New York, Sept. 25.: 

“Mr. C. N. Scott, Cashier Northern Pacific Railroad Co. 
at Portland, Oregon, having tendered his resignation to 
take effect Oct. 1, 1883, and the same having been ac- 
cepted, the: ffice of Cashier at Portland will be discon- 
tinned on and after that date. 

“Tbe ccllection and disbursement cf funds over theentire 
line will, on and after Oct. 1, devolve upon Mr. G. G. San- 
born, Local Treasurer, St. Paul, Minn. He will be respected 
and obeyed accordingly.” 


Ohio & Mississippi.—After a meeting continued through 
four days, the following directors, one fourth of the board, 
were finally chosen unanimously, having been agreed on as 
acompromise: Robert Garrett, James H. Smith, Edward 
Whittaker. Mr. Garrett represents the Baltimore & Onio 
interest, and the other two the opposition, which is said to 
favor tbe Erie. A fuller account of the meeting will be found 
elsewhere. 


Pennsylvania.—Mr. Charles A. Chipley bas been ap- 
pointed Division Freight Agent of the Pennsylvania Rail- 
road Division, an office which bas not been filled for neariy 
three years. Mr. Chipley has been for some time General 
Agent of the Union Line at Pittsburgh. 

The following circular from Third Vice-President J. N. 
DuBarry anuounces officially an appointment heretofore 
noted: ‘‘Mr. Samuel Rea has been appointed Principal 
Assistant Engineer of Construction, and has been assigned 
to duty as an Assistant to the Third Vice-President. He 
will perform such duties as may be assigned to him in con- 
nection with the surveys and the construction of new 
works.” 


Pennsylvania Company.—The Pittsburgh Telegraph of 
Oct. 13 says: *‘ At an early day several changes will tale 
effect on the lines of the Pennsylvania Company west of 
Pittsburgh, in the mechanical department. The programme 
is that Robert Curtis, now General Master Mechanic, should 
have under his supervision the mechanical department of 
the following divisions: The firs: Chicago, St. Louis & 
Pittsburgh Division, from Columbus to Bradford; Second 
Division, from Bradford to Chicago, also of the Cincinnati 
& Muskingum Valley and the Little Miami roads; head- 
quarters to be Columbus. Wm. Swanston, now Master 
Mechanic of the Jeffersonville, Madison & Icdianapolis, is 
to be made General Master Mechanic of the following divi- 
sions: First Division of the Chicage, St. Louis & Pitts- 
burgb, from Indianapolis to Columbus; the Fifth Division, 
from Indianapolis to Kokomo; also the Jeffersonville, Mad- 
ison & Indianapolis and the Indianapolis & Vincennes 
roads; his headqua: ters to be Indianapolis. W.C. Arp will 
bave charge of the new shops; at Indianapolis.” 


Profile & Franconia Notch.—At the annual meeting, Oct. 
10, the following directors were chosen: Walter Aiken, 
Franklin, N. H. John H.George, John A White, Concord, N. 
H.:; Samuel N. Beli, Manchester, N. H.; Edward Spaulding, 
Nashua, N. H.: Isaac 8. Cruft, Emmons Reymond, Boston. 
The board elected Emmons Raymond President ; Samuel 
N. Bell, Clerk. 


Railroad Conductors’ Life Insurance Association.—At 
the annual convention in Ciucinnati last week the following 
officers were chosen: President, Ward Nichols; Vice-Presi- 
deats, Joseph H. Redman and J. Muliigan: Secretary and 
Treasurer; H, D. Feltruw; Members of Executive Com- 
mittee, Rufus J. Snively, Wm. Sense. 


Richmond & Danville Extension Co.—Mr. B. G. Oatman, 
has been chosen President in place of Thomas M. Logan, 
resigned. 


St. Louis, Emporia & Western.—Mr. 8. T. Emerson is 
Chief Engineer of this new road. 


Southern Association of General Passenger & Ticket 


| Agents.—At the meeting in Louisville. Ky., last week, the 


following officers were chosen: President, B. W. Wrenn, 


City,Kan. ; 8. 8. Prouty, Sidney,Kan.; J.J. Burns, Thomas Western & Atlantic ; Vice-President, James a Taylor, Sa- 
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vannab, Florida & Western ; Secretary, Charles A. Taylor, 
Richmond, Fredericksburg & Potomac. 


Toledo & Indianapolis.—Mr. T. Cook has been appointed 
Master Mechanic, with office in Toledo, Ohio. 


Transcontinental Pool Association.—The question of the 
appointment of a commissioner has not been settled. One 
report is that Mr. John C. Gault bas not finally declined, as 
a dispatch from St. Louis last week stated. Another is that 
the position has been offered to Mr. H. C. Blye. 


~ PERSONAL. 


—Mr. L. H. Meyer bas resigned his position as Vice-Presi- 
dent of the Denver & Rio Grande Company. 


—A report telegraphed from Philadelphia that Mr. 
George B. Roberts, President of the Pennsylvania Railroad 
Co., intended to resign on account of ill health is contra- 
dicted by authority. 


—Mr. John McCann has resigned his position as Master 
Mechanic of the Central Railroad, of Georgia. He has been 
connected vith the road for 37 years, and bas been Master 
Mechanic for 26 years. 





—It is said that Gen. James H. Wilson has been asked to 
take the pc sition of Receiver of the To'edo, Cincinnati & 
St. Louis road, but hss dectiued, not wisbing to leave the 
New York & New England. 


—Mr. R R. Bridgers, Jr., has resigned his position as 
Assistant Engineer of the Atlanta Division of the East 
Tennessee, Virginia & Georgia road, and will return to his 
former home in Wilmington, N. C., for the preseut. 


—Joel M. Havens, late Treasurer of the Rutland Railroad 
Co., was on trial at Rutland, Vt., last week on charges of 
fraudulently over-issuing the stock of the company to tbe 
amount of about $60,000, The triul ended in bis acquittal. 


—Mr. Levi McCormick, who has been for 32 years con- 
tinuously a conductor on the Cumberland Valley road, and 
who bas now reached an advanced age, bas been retired by 
Ne ia on full pay, which is to continue for the rest of 
his life. 


—-Mr. L. M. Hill, for many years a wealthy farmer of 
Wilkes County, Ga., died at bis hom: in that county, Oct. 
12. He was a large stockholder and a director iu the 
Georgia Railroad Co. and the Central Railroad Co., ‘of 
Georgia. 


—Mbejor Cabell Breckenridge has resigned his position as 
engineer of the Alabama Great Southern and the Vicksburg 
and Meridian roads, dating from Oct. 15. Major Brecken- 
ridge has been on the Alabama Great Southern road fora 
number of years. 


—Mr. James M. Pool, Auditor of the Raleigh & Gaston 
Railroad Co., died at bis home in Raleigh, N. C., Oct. 14, 
aged 63 years. He had teen in the company’s service for 
33 years, baving been successively section-master, road- 
master, station agent and finally Audltor. 


— Mr. W. I. Brokaw, having resigned bis position as Mas- 
ter Mechavic of the Utah Divisien of the Denver & Rio 
Grande road, invited the men recemly under his charge to a 
banquet at the St. James Hotel, Salt Lake. On that oc- 
casiou Mr. Brokaw was presented by his friends on the 
road with a valuable gold watch. 


—Mr. J. N. Lauder, who left the Concord road a little 
over a year ago to become Superintendent of Rolling 
Stock of the Chibuabua Divi-ion of the Mexican Central, 
bas resigned that position, and has returned from Mexico to 
bis former home. It is reported that be will accept a posi- 
tion as Master Mechanic of a prominent New England road. 
Mr. Lauder’s many friends 1n the Master Mecbanics’ Asso- 
ciation will be glad to hear of his return to the United 
States. 








TRAFFIC AND EARNINGS, 


Coal. 


Coal tonnages for the week ending Oct. 6 are reported as 
follows ; 


1883. 1882. Inc or Dee. P.c. 
Anthracite.. .. ..... 707,524 647,501 I. 54.023 8.3 
Semi-bitummous... . 130.053 110,709 T. 19,344 17.5 
Bituminous, Penna.. 67.439 66.189 I. 1,250 1.9 
Coke, Penna ........ 59,792 44,467 1. 15,325 34.4 


It is said that there is much difference of opinion among 
the anthracite companies as to a limitation of production. 
Some of them want to have several weeks of balf time, 
while others would preter not to stop at all. It seems pro- 
bable that there will be no stoppage at present. 

The trustees of the Girard Estate have leased its mines in 
Scbuyikill and Northumberland counties, Pa., to the Phila- 
delphia & Reading Coal & Iron Co , the Leh gb Valley Coal 
Co., the Thomas Cuval Co., the William Peno Coal Co, and 
the Myers-McCreary Coal & Iron Co., for 15 years from 
Jan. 1, 1884, on a royalty of 40 cents per ton the first year 
and increasing annually 1 cent per ton during the continu- 
ance of the leases. The collieries were previously leased for 
15 years to the same tenant at 25 cents per ton and 1 cent 
additional each year, the rate being 39 cents for the present 
yeur. These collieries produced last year 1,5U0,000 tons of 
anthracite coal. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending Oct. 6 was : 








Coal. Coke. Total. 

DROW OR POD oosicnchacs sesece 5 . 150.421 51,2: 201.657 
from other lines..........  ..... 50,178 58,7% 

0 i ep a A ae 200.599 59,792 260,391 


The total tonnage this year to Oct. 6 was 9,141.755 tons, 
against 8,410,380 tons to the corresponding time last year; 
an increase of 731,375 tons, or 8.7 per cent. 

The coal tonnage of the Chesapeake & Obio Railroad for 
the nine months ending Sept. 30 was as follows: 

1883. 1882. 


Increase. P.c. 

ee eee a ORT epee 670,249 639.285 21,064 48 
“Gab eiaceopaeae tapas 77.834 67.673 10161 14.9 
AI ee 748,183 706,958 41,225 5.8 


The September tonnage this year included 63,288 tons of 
coal and 6,873 tons of coke, a total of 70,161 tons. 

Cumberland coal shipments for the week ending Oct. 13 
were 53,823 tons. The total sbipments this year to Oct. 13 
were 1,918,771 tons, against 955,351 tons to the corre- 
sponding date last year, an increase of 963.420 tons, or 
100.8 per cent. 

Chicago coal receipts for the five months from May 1 to 
Sept. 30 are reported as follows : 


-—— Anthracite.—— -—-Bituminous.—, 














1882. 18 3 1882. 
By lake. 465,353 152,184 152,980 
By rail.... 213,840 973,611 925,866 
veids ackiate¥ 679,183 


701,917 
Per cent. by rail 24.7 31.5 
The total increase in bituminous was 46,949 tons, or 4.3 


1,125,795 
36.5 





per cent. The total increase in anthracite was 22,724 tons, 
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or 3.3 per cent. Here again no evidence is found of the 
extraordiuarv increase in the westward movement of an- 
thracite, of which so much has been said this year. 

The anthracite coal tonnage for September and the nine 
months ending Sept. 30, as reported by the Official Ac- 
countant, Mr. John H. Jones, is as follows, the statement in- 
cluding the entire production of authracite coal, exceptiag 
that consumed by employés, and for steam and beating pur- 
poses about the mines: 


-——-September.——, -——Nine months. 
1883. 188: 





1883. 1882. a, 

Philad’a & Read... 4,1 197) 44542 7,160,876 4,899,125 
Cent of N.J...... fA tel 187) 3511815 1,745,399 3,064,630 
Lehigh Valley.... 606,140 492.361 4.568.221 4,237,307 
Del., Lack. & W... 472,933 400,313 3,675,135 . 3,343,633 
Del. & H. Canal 

___ ESR 359,1°0 282097 2.530,865 2,240,983 
Pennsylvania R.R. 273,77 227,877 1.989.887 1,747,105 
Penn’a «'oal Co... . 154,129 1-8,608 1,096.595 1,045,970 
N. Y.,L E. & W.. 47,U30 30,831 268,542 195 494 

WN ss 5 sus otaats 3,084,355 2,558,444 23,035,520 20.778,247 


New Jersey Central toonage from June 1, 1883, is in- 
cluded in tonnage of Philadelphia & Reading. The Lehigh 
Valley tonnage for S-ptember includes the production of 
th: miigs of tas Ssata Line & Sullivan Co., amounting to 
7,761 tons 

In addition to the tonnage above there were 67.728 tons 
transported from mines by the Delaware & Hudson during 
September, which is included in tonnage of other interests. 

The stock of coal on hand at tide-water shipping points, 
Sept. 29, 1883, was 538.490 tons; on Aug. 31, 1883, 576,- 
132 tons; decrease, 37,642 tons, or 6.5 per cent. 

The incre ‘se for the month was 525.911 tons, or 20.6 per 
cent.; for the nine months, 2,257,273 tons, or 10.9 per cent. 
Grain Movemeut. 

For the week endirg Oct. 6 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets aud receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 

Northwestern shipments.— 





Northwestern P.c. Atlantic 
Year receipts. Total. By rail. by rail. receipts. 
1876 ... 6, G4.1 5 4,365.720 1,835,991 42.1 3,718,853 
1877 5.519,469 5,38 1,512 1.030 ,797 19.1 5,74 ,997 
1878 693.266 =5.08).892 1.245.545 24.5 7,343,525 
1879. so7 1, 299 6,841,969 1.817672 20.6 7.894.596 
1880. ...9,214,924 6,693,430 1,772,487 26.5 6,158,528 
1881. . .6,058,767 3.249.565 995,500 = 6L 4 =~—-4,467,460) 
1832 5,602,587 245,960 1,5 6,559 34.9 4,049,059 
1883. ...8,015,530 5,570213 2,371,985 42.6 4,757,555 


The Northwestern receipts for the v eek were thus larger 
than for any corresponding week in the report. They were 
2,413,000 bushels (43 per cent.) larger than for the corre- 
sponding week of last year, and 14¥%,000 bushels (2 per cent.) 
gre ter than for the previous week of tnis year. 

Of the Northwestern receipts wheat furnisbed 32 per cent. ; 
corn, 33; oats. 22; barley, 944, and rye, 344 per cent. 

Northwestern shipments for the week were exceeded in 
1879 and 1880. Toey were larger by 1,224.000 bushels 
(28 per cent.) than those of the corresponding week last 
year, but were 812,00U bushels (13 per cent) less than for 
the previous week of this year. Of the tota] sbipmeuts only 
204,627 bushels (3.7 per cent.) went down the Missis-ippi. 
The shipments by rail were larger than for any preceding 
week in the statement, although the proportion of rail ship- 
ments was exceeded once, in 1881, when the total shipments 
were small. 

The Atlantic receipts were exceeded in 1877, 1878, 1879 
and 1880. They were 709,00U bushels (17 per ceat.) greater 
than for the correspoading week of last year, but 1,035,000 
(18 per cent.) less than in the previous weck of tbis year. 

Exports from Atlantic ports for the week to Oct. 6 for 
four successive years have been : 


1880. 1881. 1882, 1883. 
Flour, bbis.. .... 131.592 97,150 167,994 148,366 
Grain, bu... ..5,138,153 2,302,119 3,357,677 ~—-.2,718, 86> 


Thus the exports this year were much less than last ye:r 
and very much less than in 1880, but greater than in 1881. 


St Louis Fair Passenger Traffic. 


According to a statement prepared by Mr. A. W. Dickin- 
son, Superintendent of the Union Depot Cu., there ar.ived 
in the city during Fair week this year a total of 6,084 pas- 
senger cars. 891 of which arrived on Monday; 1,337 on 
Tuesday, 902 on Wednesday, 894 on Toursday, 831 on Fri- 
day. 766 on Saturday and 463 on Sunday. 

ast year during Fair week 743 passenger cars arrived on 
Monday, 1,237 on Tuesday, 944 on Wednesday, 870 on 
Toursd iy, 736 on Frid vy, 716 on Saturday, 428 on Sunday 
—making a total of 5,774 ears, or 310 less than the total 
number irriving this year. By closing up the Main street 
depot and enlargiag the facilities for handling trains, 
Superintendent Dickinson was able to look arter the large 
nuinber of trains that came into this city last week in a way 
that benefited the Depot Co. and pleased the public at large as 
well as the various railroad companies whose interests he 
consulted. The automatic systeiu of switching, adopted by 
the company in September, was found to be of invaluable 
service to the Superintendent, rendering him great aid in 
his difficult work during carnival week. The Main street 
depot has been reopened, but it wiil invariably remain 
closed during Fair week hereafter.—St. Louis Republican, 
Oct. 10. 

Pacific Coast Business. 


Commissioner George L. Carman, of the Northwestern 
Trattic Association, has issued the following circular : 

“Tbe Northern Pacific Kailroad having announced the 
opening of the road for business to and from San Francisco, 
notice is hereby given that the through rates to and from 
San Francisco and Chicago and Kastern points via St. Paul 
will be the same as are now in effect via Council Bluffs and 
other Missour: River points and the lines west thereof. 

** Tne tines of this Association will accept between Chicago, 
Milwaukee, Racine, Racine Junction, Kenosha, Englewood, 
South Chicago, Washington Heights, Biue Island, Joliet, 
Seneca, Peoria, or Beardstown, aud St. Paul, Minnesota 
Transfer, or Minneapolis, the same proportions of through 
rates as are accorded the lines from Chicago and other points 
to the Missouri River. 

‘¢ Business originating at or destined to Tacoma or Seattle, 
Wash. 1., wili be governed by rates ia effect for Portland, 
but oa shipments to or from Townsend, Wash. T., and Vic- 
toria, Vancouver’s Island, an arbitrary of 5 cents per 100 
pounds (for tighterage) must be added to the Portland 
through rates.” 

Cotton. 


The cotton movement for the week ending Oct. 12 is re- 
ported as follows in bales : 
—Interior markets. ——--Seaports.--— 


Receipts. Shipments. Receipts, Lxports. 
BD i505 baie asian cemens 143.291 115,912 228,897 74 
| rere - 129,730 110,917 2L6,136 «101,309 


The total receipts at interior markets from Sept. 1 tv Oct. 

2 tunis year were 757,827 bales, and the stock on hand re- 
ported Oct. 12 was 164,915 bales. 

The total seaport receipts from Sept. 1 to Oct, 12 this 
year were 713,865 bales; the stuck on band Oct. 12 was 
615,238. pales, ‘he receipts show. an increase of 414 per 
cent, over the corresponding period last year. 





Railroad Earnings. 
Earnings for various periods are reported as follows: 
Nine months anes Sys. 30: 


9 1882. Ine. or Dec. P.c. 

Cent. Pacific... .$18,174,341 $19,078,621 D. $904,280 4.7 

= & os 2,869,610 2,429,579 I. 440,031 18.1 

iz., Lex. 

5 Sees 532,775 362,751 I. 170.024 46.9 
Chi. & G. Trunk. 2,119,324 1,541,234 I. 578,090 38.1 
Cleve., Ak. & C.. 399,802 367,609 I. 32,193 8.8 
Flint & PereM.. 1,851,754 1,554,273 I. 297,481 19.1 
— —s + 12,978,047 12,068,925 IL. 909,122 7.5 

reen Bay, 

St. Paw ...... 282,171 272,065 I. 10,106 3.7 
Ill. Central, Il. 

lines.. .. .... 4,889,695 5,129,968 D. 239,373 4.7 
Iowa lines .... 1,418.915 1,407,717 I. 11.198 0.8 
Southern Div.. 2,801,407 2,299,665 I. 501,742 21.8 

Kentucky Cent.. 620,287 533,262 IL. 87,025 16.3 

Marquette, H. & 

LR 697.842 965,314 D. 7472 27.7 
> eps” gees 1,671,429 I. 292,075 17.5 
st. L., Alton >» aan 

Main Line...... 1,008.698 1,039,775 D. 31,077 2.9 

Bellevi.le Line. 599,077 635,936 D. 36,559 5.8 
Shenandoah Val. 619,049 295,386 1. 323,663 109.5 

Eight months ending Aug. 31: 

Bur . Cedar Ra 

& No ..... $1,709,367 $1,714.597 D. $5,230 0.3 
Net earnings... 457,091 557,032 D. 99,941 18.0 

Ches. & Ohio.... 2,513,814 2,097,360 I. 416.453 199 

Net oe 824,146 625,276 L. 198,870 31.8 

is... x. 

BMW asbcatous 455.892 305,400 LI. 150,492 49.3 

Net earnings. 131,700 91,094 I. 0, 44.6 
Des M. & Ft. D.. 193,429 223,868 D. 25,439 11.3 

Net earnings 42,870 66.008 D. 23,138 35.1 
Louis & Nash 8,751,286 8,228,576 I. 522.710 6.4 

Netearnings... 3,437,439 3,041,788 I. 395.641 13.0 
Shenandoah V... 527,364 231,672 1. 295,692 127.6 

Net earnings... 97,332 he, ee tt oe 
Utah Central .. 753. 1d 1,011,009 D. 257,904 25.5 

Net earnings... 381,156 591,843 D. 210,687 35.6 

Seven months ending July 31: 

Oregon & Cal.... 8  —onndiehess. <> — cabenb ann annie 
Net earnings.. EEE. «hws ogee, ot 1, Renenaienena .Anaem 
Two months ending Aug. 31: 

Chi. & Gd. Truak £95,044 £66.916 1. £22,628 42.7 

— ree. 20,587 10,350 I. 10.237 98.9 

t., Gd. ven 

i eA 46.185 43.925 I. 2.260 5.1 

Net earnings. 15.310 12,300 I. 3,017 24.5 
Grand Trunk.... 595,833 565.928 I. 29,905 5.3 

Net earnings... 176,747 157,199 1. 19,548 12.5 

Month of July: 

Oregon & Cal.... = oncncteuee 00” Sizneewaw” | Aaceben 
Net earnings.. SS  sewcabated (Sek: testiede™ .besee 
Month of August: 

Balt. & Ohio ... $1,927.000 bits a seis Saks a ios ac 

Ches. & Ohio.... 381,746 $381,454 IL $292 0.1 
Net earnings... 160,747 172.844 D. 12,097 7.0 

Connoiton Val... 40.498 29,128 I. 11,370 39.3 
Net earnings... 16.324 9.879 I. 6,455 6.5 

Kentucky Cent... 102,165 73,710 =I. 28.455 38.4 
Net earnings... 57,564 40,260 IL. 17,304 42.9 

Louis. & Nash... 1,251, 27 1,043 912 I. 207,515 19.8 
Net earnings. . 534,9> 347,692 I. 187.252 53.8 

Rome, Wat. & O. 171,193 181,799 D. 10,606 5.8 
Net earnings... 64,30 62,870 I. 1,436 2.3 
Month of September : 

Bait. & Ohio..... $1.993,000 $1,759,291 I. $143,709 8.2 

Cent. Pacitic 2,311.000 2,495,495 D. 184,445 7A 

— & Ohio.. é 355,797 332,219 I. 24,578 G1 

cliz., Lex. 

Yt ae 76.883 57,351 L. 19,532 34.2 
Chi. & Gd. Trunk —, = 3 wri = 
Cleve., Ak. &C. . 54,1] ,0J6 I. 193 2 
Flint & Pere M... 204,863 187,446 I. 17,417 9.5 
— ag 1,531,342 1,496,229 I. 45,113 3.1 

jreen ‘ 

St. a” a pieioe 33.026 34,881 D. 1,855 5.3 
Ill. Central, Il. 

AE 691.883 655,093 I. 36,790 5.6 
Towa lines..... 188,277 193,170 D. 4,893 2.5 
Southern Div.. 335,647 284,075 I. 51.572 18.1 

Kentucky Cent.. 92,246 75,509 I, 16,737 22.1 

Lake Erie of és 148,374 152,196 D. 3,822 2.5 

M uette, H. 

‘Ont sh Vetbwabalok 130.319 151,500 D. 21,181 14.0 
Norfolk & W.... 273,171 232,774 I. 40,397 17.3 
St. L., Alton & T. H.: 

Main Line .... 126,170 131,953 D 4.883 3.7 

Belleville Line. 79,570 83,734 D. 4,164 49 
Shenandoah V... 91,685 63,714 I. 27,971 43.9 

First week in October: z 
Chi. & Alton... $216,132 $218,981 D. $2,849 1.3 
Ch. & tast il.. 28,723 41.080 D. 12,357 = 30.1 
Cni. & a Trunk 68,919 51,269 I. 17,641 34.4 
Chi., Mil. & St. 

er 539,000 508,798 I. 30,202 5.9 
Chi. & N. W..... 607,80 581,000 I. 26,800 4.6 
Det , Lan. & 33,247 33,367 D. 120 0.4 
East Tenn., Va. 

cme ahind-oe 96,306 78210 I. 18,096 23.2 

Louis. & Nash... 325,870 280,855 I. 45,015 16.0 

Mo. Pacific lines. 1.228,69) 1,110,106 I. 118.585 107 

No th. Pacific... 359,400 223,945 I. 135,455 60.4 

St.L. & San F... 80,500 78,394 I. 2,106 2.3 

Roch. & Pitts ... 18,398 5,654 I. 12,744 2235.4 

St. P., Minn. & 

BD bce. on. tobe 196,671 195,546 I. 1,125 0.6 
Wisconsin Cent. . pk ee ee he? Pebdac See Olgdees 

Second week in October : s 
ggg hag R.G.. $174,650 $131,200 I. $43,450 33.1 

il., L. Sh 

WO 6.5 cca 25,065 18,585 I. 6,480 34.8 

* Deficit. 


Weekly earnings are usually partly estimated, and are 
subject to correction by later statements. 


Boston Traffic Notes. 


In September the New York & New England transfer at 
Fisbkill received 4,270 loaded cars eastward bound, includ- 
1,815 carloads of coal. The west-bound movement included 
1,192 loaded cars. 








RAILROAD LAW. 





Reports and Stock Trausfers in Illinois. 


In answer to a questioa submitted by the Railroad Com- 
mission of Lilinois, Attorney-Geaeral McCartney has given 
an opinion as to what companies are required to make 
reports to the Commission under the law of that state. In 
relation to reports the conclusions reached in this opinion 
are expressed in the following extract, the question being 
whether a report could be required trom a company which 
owned no road in the state, but entered it over the leased 
tracks of another road: 

** When we consider the words used in connection with 
the objects and purposes of the act, we must coaclude that 
it applies to all companies whose trains enter or leave the 
state. The object of this law was to place the transporta- 
tion of passengers and freights carried from and into tne 
state by railroads under the contrul of the state through its 
Commissioners. To properly exercise this control it was 
and is n that the railroads varrying the same into 
or out of the state should make reports of tne business they 





do, so that the Commissioners may know how to properly 
classity and regulate the charges for such carriage. The 
law was made for the benefit and protection of the 
citizens of the state who should be under _ the 
necessity of using the road. Anv road, therefore, 
which carries freight or passengers into or out 
of the state becomes subject to such regulations as 
may be reasonable concering such carriege, and that the 
Commissioners may kuow what regulations are reasonable 
these reports should be required. This becomes the more 
certain since the decision of the Supreme Court holding that 
all railroads carrving freight or passengers from points 
inside to points outside the limits of the state, and vice versa, 
are subject to the regulations made by the Board of Rail- 
road & Warehouse Commissioners. As the railroad in ques- 
tion takes up freignt and passengers from a point in this 
state, and also deposits freights and passengers within the 
state, Iam of the opinion that it should make reports to the 
Commissioners and be subject to all reasonable regulations 
made by them. A corporation can only do business in this 
state by consent of the state authorities, and the moment it 
crosses the line into the state it becomes subject to all the 
— of the state and is entitled to the protection of those 
aws.” 

In relation to the law requiring companies to maintain 
stock transfer offices within the state, the Attorney-General 
says: 

‘* The words of the statute include all and every railroad 
corporation chartered by the state aod now existing, and 
every one running a train or a car or carrying any freight, 
or passengers within the bounds of the state. It will apply 
as well to those using li-es as those owning them, and if 
one company owns the road and another uses it wholly or 
partially each is —e ‘organized and doing business 
within the state,’ and must comply with the law. If a com- 
pany has no stock it will not, of course, be required 
to keep an office or books, as the law never re- 
quires a useless act to be done; but that the stock is all 
owned by one per-on or company, or that none of its stock 
is in the market, is no excuse for not keeping the office or 
books, for it may be thrown on the market at any moment, 
and the office books are for its convenient and ready trans- 
fer. Iam of the opinion that the law means just whatit 
says, that all railroad companies ‘organized or doing busi- 
ness’ within this state shall be required to keep the office and 
books described within the state, if they have any stock, 
whether they lease or own aroad or a right to use one, and 
whether they run a mile or a bundred miles within the state, 
and that this applies to all the companies owning, leasing or 
in any way using any road within the state.” 


The Civil Rights Law. 


In the case of Robinson and Wife against the Memphis & 
Charleston Co., the appeal in which was heard with four 
others, all appeals from Circuit Courts in similiar suits, the 
United States Supreme Court has given its decision. 

These cases were all based on the first and second sec- 
tions of the Civil Rights act of 1875, and were respectively 
prosecutions under that act for not admitting certain 
colored persons to equal accommodations and privileges 
in inns or hotels, in railroad cars and in theatres. The 
defense set up in every case was the alleged unconstitu- 
tionality of the law. The first section of tbe act is as fol- 
lows: ‘*That all persons within the jurisdiction of the 
United States soall be entitled to the full 
and equal enjoyment of the accommodations, 
advantages, aud _ privileges of inns, public con- 
veyances, on land and on water, theatres and other 
places of public amusement; subject only to the conditions 
and limitations established by law, and applicable alike to 
citizens of every race and color, regardless of any previous 
condition of servitude.” The second section provides that 
any person who violates the first section sbal!l be liable to 
forfeit $500 for each offense; to be recovered in a civil ac- 
tion; and also to pay a penalty of from $500 to $1,000 fine, 
or imprisonment of from thirty days toa year. to be en- 
forced in a criminal prosecution. Exclusive jurisdiction is 
given to the District and Circuit Courts of the United States 
in cases arising under the law. 

The Court, in an opinion by Justice Bradley, held: 

“ First—That C mgress had no constitutional authority to 
pass the sections in question, under either the Thirteenth or 
Fourteenth Amendment of the Constitution. 

** Second—That the Fourteenth Amendment is prohib- 
itory upon the state only, and that the legislation author- 
ized to be adopted by Congress for enforcing that Amend- 
ment is not direct legislation on the matters respecting 
which the states are prohibited from making or enforcing 
certain laws or doing certain acts, but is corrective legisla- 
tion necessary or proper for counteracting and redressing 
the effect of such laws or acts; that in forbidding the states, 
forexample, to deprive any person of life, liberty or prop- 
erty without due process of law, and giving Congress 
power to enforce the prohibition, it was not intended to 
give Conzress power to provide due process of law for the 
— of life, liberty and property (which would em- 

race almost all subjects of legislation), but to provide 
modes of redress for counteracting the operation and effect 
of state laws obnoxious to the prohibition. 

“Third— That the Thirteenth Amendment gave no power 
to Congress to pass the sections referred to, because that 
Amendment relates to slavery and involuntary servitude, 
which it abolishes, and gives Congress power to {pass laws 
for its enforcement; that this power only extends to the 
subject matter of the Amendment itself, namely: slavery 
and involuntary servitude, and the necessary incidents and 
consequences of those conditions; that it has nothing to do 
with different races or colors; but only refers to slavery— 
the legal equality of different races and classes of citizens 
being provided for in the Fourteenth Amendment, which 
probibits the states from doing anything to interfere with 
such equality; that it is no infringement of the Thir- 
teenth Amendment to refuse to any person the 
equal accommodations and privileges of any inn or a 
place of public entertainment, however it may be violetive 
of his legal rights ; that it imposes upon him no badge of 
slavery or involuntary servitude, which imply some sort of 
subjection of one person to another and the incapacity inci- 
dent thereto, such as inability to bold property, to make 
contricts, to be parties in court, etc.; and that if the orig- 
inal Civil Rights act which abolished these incapacities 
might be supported by the Thirteenth Amendment, it does 
not, therefore, follow that the act of 1875 can be supported 
by it. 

““ Fourth—That this decision affects only the validity of 
the law in the states and not in the territories or the District 
of Columbia—where the legislative power of Congress is un- 
limited—and it does not undertake to decide what Congress 
might or might not do under the power to regulate com- 
merce with foreign nations and among the several states, 
the law not being drawn with any such view. 

“ Fifth—That, therefore, it isthe opinion of the Court that 
the first and second sections of the Act of Congress of March 
1, 1875, entitled ‘An act to protect all citize.sin their civil 
and legal ri hts,’ are unconstitutional and void, and judg- 
ment shou d be rendered upon the indictments accordingly.” 

All the justices of the Court concurred in this decision, 





except Justice Harlan, who dissented on general grounds, 
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OLD AND NEW ROADS. 

Alabama Great Southern.—It bas been finally decid- 
ed to build the newshops of this road at Birmingham, Ala., 
the company having accepted an offer made to give suffi- 
cient land for that purpose and also for a new freight depot 
and yard. Plans for the shops will be prepared at once. 
The company is also making arrangements to build a new 
passenger station in Birmingham, to be used jointly with 
the Louisville & Nashville road. 


Alabama Railroad Commission.—A dispatch from 
Montgomery, Ala., Oct. 15, says: ‘‘The Alabama Railroad 
Commission, after investigating the passenger depot accom- 
modations onall the state roads, found many insufficient and 
deficient for accommodations. The Commission issued 
orders for the building of new depots at some places, and re- 
pairing at others, requiring all to have comfortable waiting 
rooms with all necessary conveniences for passengers, in- 
cluding bulletin boards for the information of the public in 
ease the trains are delayed at the telegraph stations. The 
statute requires compliance within 90 days. The Commis- 
sion has decided many complaints relative to passenger and 
freight traffic.” 

Albemarle & Raleigh.—A new survey is to be made 
for this road from Rocky Mount, N. C., westward to Ra- 
leigh, passing through Nashville, the county seat of Nash 
County. 


Allegan & Lake Shore.—Thbis company has been or- 
ganized to build a railroad about 20 miles long from Alle- 
gan, Mich., northward to Lake Michigan. It is not yet de- 
cided whether the lake terminus sball be at Douglas or 
Saugatuck. The organization has grown out of a logging 
road, the road-bed for which is already graded from Alle- 
gan to Pine Plains, about 10 miles. 


Arkansas & Louisiana.—Oun the extension of this road 
the grading is now completed from the old terminus at 
Washington, Ark., northwest to Nashville, 18 miles. The 
rails are laid to Ozan Creek, 6 miles, and work is progress- 
ing steadily. 


Atlantic & Pacific.—Arrangements have been com- 
pleted for tbe opening of this road to through travel on 
Oct. 21. ec ge mm Freeh ears will be run between St. 
Louis and San Francisco, the route being by the St. Louis & 
San Francisco from St. Louis to Halstead, Kan.; the 
Atchison, Topeka & Santa Fe from Halstead to Albu- 
querque, N. M.; the Atlantic & Pacific from Albuquerque 
to the Needles, Cal.; and the Southern and Central Pacific 
roads thence to San Francisco. Through cars will also be 
run from Kansas City, joining the St. Louis car at Hal- 
stead. 


Austin & Northwestern.—The Texas Circuit Court 
has placed this road in the hands of a Receiver, J. A. Rhom- 
berg, President of the company, being appointed to the 
place. The embarrassment is claimed to be due to the fail- 
ure of the state to afford public domain for the location of 
land certificates, to which the road is said to beentitled. The 
creditors are less than a dozen in number. The road is of 3 
ft. gauge, and is in operation from Austin, Tex., to Burnet, 
60 miles. 


Bitter Root Valley.—This company has been organized 
to build a railroad from Missoula, Montana, on the Northern 
Pacific, southward up the Bitter Root Valley to its head, a 
distance of about 60 miles. 


Boston Passenger Stations.—An active railroad man 
of much experience suggests to the Boston Advertiser the 
following plan for obviating the present grade crossings of 
the railroads entering Bosten from the north: ‘ It is true 
the Boston & Maine needs better terminal facilities here in 
Boston, and must do something to get them; but it is not 
necessary for it to lease the Eastern or the Boston & Lowell 
to get them, The Legislature has the right. and in the ex- 
ercise of its powers as representing the budy politic can 
take the property of all these roads, and so parcel it out 
among them as shall best serve the public convenience. It 
can appoint a special commission to straighten out the 
tracks at the north-end entrances to the city so as to avoid 
grade crossings; can assign the Boston & Maine a 
place in the Eastern station and yards; or, in fact, 
do anything necessary for the greatest convenience 
of the roads and their patrons. All this has been done 
hitherto in this state, as when commissioners fixed the 
rights and appraised the rentals of road jointly used by the 
Salem & Lowell, the Eastern and the Essex railroads in 
Salem. Then there is the Boston & Lowell; it has very ex- 
tensive terminal facilities, and a station large enough to 
make a grand union depot for the Fitchburg, the Eastern, 
the Boston & Maine and itsown road. Such union depots 
are a success and a great convenience elsewhere, and I be- 
lieve this would be the best possible arrangement. That 
depot was planned for 10 tracks; it could be arranged to 
give each road its own tracks, so that none of them would 
conflict, and the costly, annoying and dangerous grade 
crossings just outside of the city would be done away with. 
Let the Legislature do this, either appointing a special com- 
mission to arrange the details or fix the rentals for each 
road, ete.,or submit the carrying out of the plan to the Rail- 
road Commissioners, and I believe a great advantage would 
be gained by the public. That would be better than con- 


solidation, as it would preserve to the public all the benefits | 


of competition, while giving all the conveniences of union.” 


Central, of New Jergey.—The company’s answer to the 
complaint in the Dinsmore suit to set aside the lease of the 
road to the Philadelphia & Reading Co., has been filed in 
the United States Circuit Court in Trenton, N. J. The 
answer is a general denial of the complaint, and also claims 
that the lease was fairly made and is equitable and of bene- 
fit to the stockholders; that it was generally known that the 
lease would be made and no remonstrance was made against 
it. It is also claimed that Mr. Dinsmore voted his stock for 
directors known to favor the lease, and by that vote is estop- 
ped from his present suit against it. 

Holders of income bonds are notified that the new 6 per 
cent. debenture bonds are now ready for issue, and will be 
exchanged at the company’s office in New York for the 
income bonds on the terms agreed on, $1,100 debenture 
bonds and $5 in cash for each $1,000 income bond. 


Chesapeake & Ohio.—This company’s statement for 
August and the eight months ending Aug. 31 gives the fol- 
Jowing figures : 

——August——. ~——Eight months.—— 
1882. 





Me = 1883. 1882. 1883. 
Rarnings..............$381,746 $381,454 $2,513,813 $2,097,360 
Expenses.... .....-006 220,999 208,609 1,689,667 1,472,084 

Net earnings........ $160,747 $172,845 $824,146 $625,276 
Per cent. of exps..... 57.9 54.7 67.2 70,2 


Included in expenses for August, 1883, are $15,000 on 
account of the new iron bridge over the Guyandotte River. 
For the eight months the statement shows an increase of 
$416,453, or 19.9 per cent., in gross earnings, with an 
increase of $217,583, or 15.6 per cent., in e 
sume a gain in net 
cent, 


mses, the re- 
gs of $198,870, or 31.8 per 





For the Elizabethtown, Lexington & Big Sandy road, 
which is the western extension of the line and is operated 
by this company, the following statement is made: 








——August.—, ——Eight months.—— 

1883. 1882. 1883. 1882. 
er $75,831 $54,264 $455.892 $305.400 
Expenses............. 35,566 36,764 324,192 214,305 
Net earnings....... $40,265 $17,500 131,700 $91,095 
Per cent. of exps.... 46.9 67.8 71.1 70.2 


For the eight months this shows an increase in gross earn- 
ings of $150,492. or 49.3 per cent. The increase in expen- 
ses was $109,887, or 51.3 per cent., the result being a gain 
in net earnings of $40,605, or 44.6 per cent. 


Chicago, St. Louis & Pittsburgh.—Notice is given 
to holders of the following prior lien bonds of this com- 
pany, viz., Columbus & Indiarapolis preferred first-mort- 
gage, Columbus & Indianapolis common first-mortgage, Co- 
lumbus & Indianapolis second-mortgage, Chicago & Great 
Eastern construction and equipment mortgage, that they 
can exchange the same at par for the first-mortgage bonds 
ot this company, rated at 95 per cent. of principal and a 
cash payment of the remaining 5 per cent. of principal, with 
adjustment of interest thereon, if preseuted in sums of 
$1,000 or multiples thereof, at the Union Trust Co., of New 
York, on or before Noy. 15, 1883, and that this company 
will be prepared to pay off in cash the principal and accrued 
interest of such bonds as may not be so exchanged, on their 
presentation at the Union Trust Co., of New York, as fol- 
lows: Chicago & Great Eastern construction and equip- 
ment, on and aiter Nov. 16, 1883; Columbus & Indianapo- 
lis preferred first-mortgage, on and after Dec, 1, 1883; Col- 
umbus & Indianapolis common first-mortgage, on and after 
Dec. 1, 1883, Columbus & Indianapolis second-mortgage, on 
and after Dec. 1, 1883. 


Danville & Eastern.—lt is proposed to build a railroad 
from Danville, Va., southeast into Caswell County, N. C., 
and thence eastward through Person, Granville and Vance 
counties to Middleburg on the Raleigh & Gaston road. The 
distance is about 70 miles. Tbe counties on the line are 
asked to subscribe to the stock. 


Denver, Memphis & Atlantic.—A company with 
this modest name has been organized at Belle Plaine, Kan., 
to build a narrow-gauge 1oad from Denver, Col., across 
Colorado, Kansas, Missouri aud Arkansas to Memphis, 
Tenn. The company promises *‘ if the people will show the 
proper spirit in the project work will be commenced at this 
point (Belle Piaine) and pushed east and west within 90 
days.” 

It is to be hoped that the people ‘ will show the proper 
spirit” and turn over their cash to the company; but past 
knowledge of railroad projects does not lead us to expect 
that trains will run between Denver and Memphis just yet. 


Denver & Rio Grande.—The $5,000,000 new consoli- 
dated 5 per cent. bonds to he disposed of at once are of- 
fered by the company to stockholders of record Oct. 25, the 
option of subscribing to terminate Oct. 30. The right to 
subscribe attaches to the stock pro rata, in the proportion 
of one subscription for each 66 shares; fractional certifi- 
cates will be issued where necessary, redeemable when pre- 
sented in proper amounts. Each subscription will be for 
$750 cash, and for that amount the subscriber will receive 
one $1,000 bond and $1,000 in stock of the company. The 
subscriptions will be payable in three equal installments, 
the first payable Nov. 1, the otbersas called furon 10 days’ 
notice, not more than one call to be made in a month. The 
bonds will be either coupon or registered, as subscribers 
may desire. 

On Oct. 17 the stock sold at about 23; should this price 
be maintained, the new bonds will cost subscribers about 
$515 each. 

It is said that a number of the large stockholders have no- 
tified the company of their willingness to take all the sub- 
scriptions not called for by others. 


East Alabama.—lIt is stated that work will be begun at 
once on the completion of this road, orders having been re- 
ceived to clear the right of way. When completed it will 
rup from Opelika, Ala., northwest to Guntersville on the 
Tennessee River, about 125 miles. It is now in operation 
from Opelika to Buffalo, 20 miles, and from Gadsden to 
Attalla, 544 miles. 


Grand Trunk.—A dispatch from London, Engljand, 
Oct. 16, says: ‘‘ The Grand Trunk Railway report, issued 
last night, shows a net revenue balance for the halt year of 
£201,000 sterling. The payment of the full guaranteed divi- 
dend on Great Western shares leaves a debit balance of 
£43,000 sterling for adjustment at the end of the year. As 
compared with last year, the gross receipts of the past six 
months show an increase of nearly 10 per cent. The per- 
centage of working expenses to receipts is about 2!¢ per 
cent. lower, while the net receipts show an increase of 19 
per cent.” 


Greeley, Salt Lake & Pacific.—This company has 
executed and recorded a mortgage to secure an issue of 
bonds to be made at the rate of $15,000 per mile of road. It 
is controlled by the Union Pacific. 


Illinois Central.—This company’s statement gives the 
earnings from traffic in September as follows : 





1883. 1882. Inc. or Dec. P.¢ 

In Illinois............ $691,883 $655,093 I. $36,790 56 
In Iowa. ............ 188.277 193,170 D. 4893 25 
Southern Division... 385,647 284075 I. 61.572 181 
Total.......... $1,215,807 $1,132,848 1. $83,469 7.4 


The Land Department reports sales of 2,869.58 acres for 
$12,672.87, and cash receipts on land accounts amounting 
to $14,989.66 for the month. 


Kansas City, Fort Scott & Gulf.—The last rail on 
this company’s Kansas City, Springfield & Memphis line 
was laid Oct. 14. The new line is 275 miles long, from 
Springfield, Mo., southeast to the Mississippi River opposite 
Memphis, Tenn., and it completes a line under this com- 
pany’s mavagement from Kansas City to Memphis, 476 
miles in length. No date has yet been set for opening the 
new road through. 


Kentucky Union.—At a meeting of the board, held 
Oct. 12, it was voted to contract at once for the construc- 
tion of the road from Winchester, Ky., to the mouth of 
Troublesome Creek, a distance of 68 miles ; also to issue 
2,500,000 first-mortgage bonds to pay for the work. 


Louisville & Nashville.—Notice is given that the 
$2,000,000 second-mortgage 7 per cent. bonds due Nov. 1 
next will be paid on presentation at the office of the com- 
pany in New York, or they may, at the option of the hold- 
ers, be exchanged for the general mortgage 6 per cent. 
bonds of the company, which will not mature until 1930. 
Interest on the second-mortgage bonds will cease from Nov. 
1, the date of maturity. 


Macon & Florida.—A peajeot is being worked up for 





a narrow-gauge road from n, Ga., southward to Live 
Oak, Fla., about 190 miles, Mr. Ad. ‘Lane, of Macon, is 














the projector of the road, which does not seem to have made 
much progress yet. 


Massachusetts Central.—The purchasing bondholders 
will hold a meeting in Boston, Nov. 10, for the purpose of 
organizing the new company, which, it is expected, will bear 
the title of the Central Massachusetts Railroad Co. At this 
meeting the capital of the new organization will be fixed, 
by-laws passed and directors elected. Every holder of 
$100 of either the principal or the interest overdue and un- 
paid to July 1, 1883, is entitled to one vote. 


Mexican Railroad Notes.—Tbe following notes are 
from the Mexican Financier of Sept. 22 : 

On the Hidalgo Railway the fifth kilometre of the line 
from Tepa to Tulancingo, and the 23d of the line from 
Teoloyucan to San Agustin, have beeh completed. 

There was great rejoicing among the people of Morelia 

when the Mexican National’s first locomotive arrived at that 
city, although the attitude of the state government toward 
the company made a public celebration out of the question. 
The locomotive was in charge of Government Inspector 
Ibarrola, and a military band having been refused by the 
authorities the locomotive was met by a deputation of the 
finest young ladies in town, who were dressed in the na- 
oe colors and greeted the iron horse with the national 
nymn, 
The track of the Mexican Central is now past Aguascali- 
entes, and in about six weeks will be in Zacatecas. It is 
probable that no more track will be put in operation until 
the latter capital is reached, for it is not considered desir- 
able to run regular trains over the provisional bridge at 
Encarnacion. A partof the new bridge is on hand, and 
the rest is on the way and expected shortly. The English 
manufacturers stupidly forwarded the upper part of the 
bridge first, instead of the supporting towers, which must 
be in place before the upper part can be used. The pro- 
visional bridge will serve as a scaffolding for putting the 
iron bridge in place, hence its peculiar construction. 


Milwaukee, Lake Shore & Western.—This com- 
pany is now moving its shops from Manitowoc to Ledyard, 
Wis,, 112 miles north of Milwaukee, where large and con- 
venient quarters have just been erected. The machinery of 
the new establishment is of the latest patterns, and is run 
by water-power, a 40-in. turbine wheel being used. The 
new shops will emply a force of about 250 men. Workmen 
at the old Manitowoc shops will be removed to the new 
quarters. In connection with the new shops a large round- 
house with 26 stalls is being erected. One half of this struc- 
ture is completed and ready to accommodate 13 locomotives. 
Both the shops and the round-house have solid stone walls, 
the stone having been taken from the extensive quarries 
near by. 


Missouri Pacific.—The earnings of this road for 
August are stated as follows: ; 





PN ics g to hebas 16s. ia aaa Seavekoleedeeathaabbeccous $953,517 
Expenses (38.7 per cent.)...........0.. 20 ccccccscccccsss 368,853 
ER ON Ee ES ee $584,664 


These earnings, it is stated, after providing for fixed 
charges, are equivalent to 2.4 per cent. on the stock. 

The earnings of the company’s St. Louis, Iron Mountain 
& Southern line for August were: 

PIN a's Svc ncésdaesne. ses cide ah Rumholens eames $749,709 
OEE e OP OUIIE, a one onic 0 da cdneddccvscacsovesavan 319,809 





ee ee $429,900 
The operating — of both roads as given are 
extraordinarily small. 


New Orleans & Northeastern.— The last rail has 
been laid on this road, and construction trains now run 
through from New Orleans to Meridian, 195 miles. The 
work of surfacing and finishing up the track is iu progress, 
and regular trains will be put on about Nov. 1. 
The new road is the most direct line out of New Orleans 
to the northeast. In connection with the Alabama Great 
Southern it makes a line 490 miles in length from New Or- 
leans to Chattanooga. It has been built in the interest of 
the Cincinnati, New Orleans & ‘Texas Pacific Co., which 
also controls the Alabama Great Southern and leases the 
Cincinnati Southern, thus controlling a line from New Or- 
leans to the Ohio River at Cincinnati, 826 miles in length, 
or 98 miles shorter than the Louisville & Nashville line be- 
tween those points ; although the distance from New Or- 
leans to Louisville is 15 miles less by the Louisville & Nash- 
ville than the distance to Cincinnati by the new road. 

The new road makes the distance from New York to New 
Orleans by way of Washington. Lynchburg, Chattanooga 
and Meridian 1,346 miles, this being the shortest rail route 


New York, West Shore & Buffalo.—Reports hav 
been current in New York that negotiations were pcnding 
for a lease of this road to the Grand Trunk Co., the terms 
of the lease to include a guarantee of the West Shore bonds 
by the lessee. That negotiations have been in progress is 
certain, but it is stated that they were not for a lease but 
for a trafiic contract, under which through passenger trains 
between New York and Chicago will be run over the Grand 
Trunk and the West Shore roads, and arrangements will 
also be made for through freight shipments by the same 
route. 





Northern Pacific.—The Fergus Falls Branch is now 
completed and opened for business to Milnor, Dak., 42 miles 
westward from the late terminus at Wabpeton, and 118 
miles from the main Jine at Wadena Junction, Minn. Reg- 
ular trains are now running to Milnor. 

Local papers report that another change has been decided 
on in the location of the Palouse Branch. By this change, it 
is said, the main line will not pass through Colfax, but that 
town will be reached by a branch. It is also said that this 
branch will be extended hereafter eastward across the 
mountains to Missoula, forming a loop considerably shorter 
than the present main line. There is, however, no prob- 
ability that this will be done for some time yet. 

The report that Drexel, Morgan & C»., August Belmont & 
Co., and Winslow, Lanier & Co. and their fellow-members 
of a syndicate made a proposition to take $18,000,000 of the 
Northern Pacific new second-mortgage is officially con- 
firmed. The syndicate includes, besides the firms named, 
Drexel & Co., of Philadelphia ; J. S. Morgan & Co., of Lon- 
don ; J. & W. Seligman & Co., L. Von Hoffman & Co., 
Robert Lenox Kennedy, C. B. Wright, Frederick Billings 
and others. The price named for the bonds is 871%, with 5 
per cent. commission to the syndicate. 

Ohio & Mississippi.—The Receiver has presented to 
the Court the following statemént for September: 

Cash on hand, Sept. 1 


-On hand, Sept. 1....... 10... cece ween e eee ceenees $22,166 
POOREIPOE FRO WOMTOOB I eS cc es ices © cccccccseses 613,119 
RRA Gon, wiring CRRiuads is cece} ccacedseeth'eescabe $635,285 
Vouchers, pay-rolls and arrearages............. 0... eee 472,779 
adie Gi Wind, Ob Bio. ccs encensccsceseead $162,506 


The receipts exceeded the disbursements by $140,840 for 
the month. 


The annual meeting was held in Cincinnati Oct. 11, when 





two tickets were presented for the three directors to be 
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chosen, the Baltimore & Ohio party nominating Robert | 


Garrett, Wm. Whiteright and ore G. Meier, and the 
opposition, represented by Mr. James H. Smith, nominating 
James H. Smith, Edwards Whittaker and George H. Hill. 
After a number of votes had been cast, it was found that in 
some cases both parties held proxies for the same stock, and 
an adjournment was had until next day, in order to give 
time to examine the proxies. The second and third days 
were chiefly occupied in discussions over proxies presented 
and over the right of the Springfield Division bondbolders 
> vote, and the meeting was adjourned over to Monday, 

ct. 15. 

On Monday it was announced that a compromise had been 
made, and there was no further delay, all votes being cast 
for Robert Garrett,James H. Smith and Edwards Whittaker, 
one of the Baltimore & Ohio candidates and two of the oppo- 
sition, and the meeting adjourned. 

The opposition was made up of stockholders in London and 
New York, and it was charged that their ultimate intention 
was to turn over the road to the control of the Erie. This, 
of course, could not be done at once, as the receivership still 
continues, and in any eventthe Baltimore & Ohio will retain 
control of the board for at least two years longer,in the ordi- 
nary course of events, asit has now three-fourths of the 
directors, and only one-fourth of the board is elected each 
year. The proxies presented at the meeting show that the 
holding of stock and bonds with voting power are very 
nearly evenly divided between the two parties. 


Ohio Central.—The order has been granted transferring 
the suit against this company, iv which the Receiver was 
appointed, from the State Court to the United States 
Circuit Court. This move has been made at the instance of 
the bondholders. 


Oregon & California.—Track on this road is now laid 
to Louse Creek, Oreg., 10 miles southward from the late ter- 
minus at Glendale and 272 miles from Portland. At this 
point there is a large trestle to be completed. As soon as it 
is done the tracklaying will be resumed to Grant Pass. 


Oregon Improvement Co.—This company makes the 
following statement for August and the nine months of its 
fiscal year from Dec. 1 to Aug. 31: 








— -August--——-_. Nine months. 

1883. 1882. 1883. 
a . $866,707 $270,849 $2,884,720 
PEE Saks inne nxpaarasen 241,462 167,671 1,981,568 
Net earnings........ $125,245 $103,178 $903,152 
Per cent. of expens2s . 65.8 61.9 68.7 


For the month of August there was an increase of $95,858, 
or 35.3 per cent., in gross earnings, with an increase of 
$73,791, or 43.9 per cent., in expenses, the result being an 
increase of $22,067, or 21.4 per cent., in net earnings. 


Pacitic Railroads Sinking Fund.—Mr. Armstrong, 
Commissioner of Railroads inthe Interior Department, in 
his report for the year ending June 30, according to the 
summary sent out from Washington, says that the proper- 
ties of the several railroads coming within the jurisdiction 
of the bureau are well maintained, and that while traffic on 
these roads is steadily increasing in volume, the rates 
charged are gradually decreasing. He reports the following 
as the total indebtedness of the several subsidized Pacific 
railroads to the United States on June 30: 








Principal. Interest. Total. 
Union (including Kansas) 

Pacific.... .............$33,539,512 $31,087,184 $64,626,696 
Central Pacific........ ... 27,855,680 25,120,804 52,976,484 
Sioux City & Pacitic.. .. 1,626,320 1,464,207 3,090,617 
Central Branch, Union 

TRUE hack 5 setup encehs 1,600,000 1,549,808 3,149,808 

WMI ira aceschecntithatud $64,621,512 $59,222,093 $123,843,605 


This makes a grand total of $123,843,605. The totul 
credit is as follows: For transporvation services performed 
and money paid into the Treasury—Union Pacific, $13,535,- 
040; Central Pacific, $7,653,813; Sioux City & Pacific, 
$121,355; Central Branch Union Pacific. $159,084; a total 
of $21,469,292. Thus the balance in favor of the United 
States, but not due until maturity of the principal, 1895- 
99, is $102,374,313. 

At the close of the fiscal year the Treasurer of the United 
States beld on account of the sinking fund of the Central 
Pacific $2,404,016, and of the Union Pacific $1,632,698. 

Investments have been made by the Secretary of the 
Treasury as follows: 








Character of bonds. Union Pacific. Central Pacific. 
Funded loan of 1881, 5 percent... 256,450 736,700 
Funded loan of 1907, 4 per cent.... 32,650 199,100 
eee 361,000 444,000 
Principal... .. ............+... e000 $650,100 $1,379,800 
POUNERTIIEL, cy. o écacaedanctausacer 124,065 179,564 

UNE Ske dhs deledvalikssdt. eee $774,165 $1,559,364 


There remained in the United States Treasury on June 30 
uninvested the following amounts: Credit of Union Pacific, 
$858,532; credit of Central Pacific, $844,652. 

The report says : ‘‘ That the sinking fund has not accom- 
plished the result anticipated is quite evident, and may be 
regarded as a failure for want of suitable investment. The 
last investment for the Union Pacific was made April 6, 
1881, at which time a premium as high as 35 per cent. was 
paid, but the company repeatedly protested against such 
high rates of premium. 

‘* Reference to the foregoing table will show that the sum 
of $650,100 has been invested at a cost of $124,065 or ar 
average premium of nearly 20 per cent. On June 30, 1882, 
the amount in the sinking fund uninvested was $407,442, 
and on June 30, 1883, it had increased to $858,532. This is 
a manifest hardship to the companies, as this large amount 
should be drawing a fair rate of interest. The last invest- 
ment for the Central Pacific was made Nov. 27, 1882, the 
sum of $541,800 having been invested in the funded loan of 
1881 continued at 31¢ per cent. at a premium of 2 per cent. 
The sum of $1,379,800 has been invested for this company 
at a cost of $179,564. On June 30, 1883, the amount in the 
sinking fund uninvested was $844,652. When the act of 
1878, Father for the investment of the sinking fund in 
United States bonds, was passed, it evidently was not fore- 
seen that the 6, 5 and 4 per cent. bonds might be called in 
or extended at a lower rate of interest.” 

The Commissioner renews his recommendations of last 
year that the act of 1875 be amended to provide for the in- 
vestment of the sinking funds in the first-mortgage bonds 
of the companies or such bonds as have been issued to them 
by the United States, or in other good and sufficient se- 
curities, and for the conversion of the bonds of the United 
States now held in said sinking funds into money at market 
rates and the reinvestment of this money into the first- 
mortgage bonds of the companies or other good securities; 
but suggests that a better plan might be to have all amounts 
covered into the treasury have a certain rate of interest 
(say 8 per cent.) per annum, thus avoiding all question of 
investments, premiums, etc. 

He renews the suggestion for Congress to commute the 
present mode of payment by the roads which have been 
aided with bonds into one of fixed amounts, substitutin 
securities paving the same lien, and of fixed amounts an 
payable at fixed periods, for the present book account in- 





debtedness. He submitsa draft of a bill embodying this 
suggestion. He recommends also the appointment of a com- 
mission to investigate and report to Congress all questions 
relating to the establishment of transportation rates over or 
upon railroads within the United States, so far as they relate 
to inter-state commerce. 


Philadelphia & Atlantic City,—This road passed 
into the possession of the Philadelphia & Reading Co. on 
Oct. 13, when the balance of the purchase money was paid 
over. This balance was $90,000, but it is not stated 
whether it was paid in cash or in bonds under the foreclosed 
mortgages. I[t is said that there will be some litigation over 
some $25,000 scrip paid out by the old company for wages 
several years ago, but never redeemed. 


Philadelphia, Wilmington & Baltimore.—It is 
said that surveys are to be made for the extension of the 
Central Division (the old Philadelphia & Baltimore Central 
road) from its present terminus at Octorara Junction, Md., 
southwest through Harford County either to the main Jine 
near Stemmer’s Run, or to the Northern Central near Hol- 
lins. This extension would require the building of from 30 
to 35 miles of road, including a bridge over the Susque- 
hanna, and would give the company a loop or second line 
between Philadelpnia and Baltimore. 


Pittsburgh & Western.—lt will be remembered tha 
this company was organized originally bv persons who 
bougbt the Pittsburgh, New Castle & Lake Erie at sheriff’s 
sale. Sometime ago J. S. Lusk and others, who held 1,313 
shares of stock of the old company, brought suit against 
James Callery and others who bought the road at the sale 
and percent the new company, to recover the value of 
their stock. The case was referred to a Special Master, 
who has just filed a long report, in which he finds that the 
sale of the old company was unnecessary and fraud- 
ulent, being had ‘under some small judgments which 
could very well have been paid. He further fiuds that the 
sale was had by collusion of certain of the defendants, who 
were directors of the old company, and that, on account of 
their failure to perform their duties as trustees for the 
stockholders, they are liable to plaintiffs for the value of 
their stock, with interest from the date of the sale. The re- 
port fixes the value at $127 per share, which is the amount 
plaintiffs are entitled to recover for each share held by them, 
with a little over four years’ interest. 

The Master’s report bas still to be acted on by the court. 
It is said that the plaintiffs have refused several offers to 
compromise the suit. 


Pontiac, Oxford & Port Austin.—This road is now 
completed and trains are running regularly over its whole 
length. It is of standard gauge and extends from Pontiac 
in Oakland County, Mich., northward 1001¢ miles to Case- 
ville on Saginaw Bay in Huron County, the intermediate 
stations being Eames, Oxford, Dryden, Imlay City, King’s 
Mills, North Branch, Clifford, Kingston, Cass City, Gage- 
town and Kilmanagb. Time-table No. 1, which took effect 
Oct. 8, shows one passenger train and one regular freight 
running each way daily over the road. 

Bonds are issued by the company at the rate of $15,000 
per mile of road. Surveys have been completed for au ex- 
tension from Pontiac south by west to Wayne Junction on 
wer Flint & Pere Marquette road, a distance of about 25 
miles, 


Rome, Watertown & Ogdensburg.—tThe follow- 
ing statement is published for the month of August: 





1883. 1882. In>. or Dec. P.c. 
IIS... nics oriespennecen $171,193 $181,799 D. $10,606 48 
ER xud- marbsisreceens 106,887 118,929 D. 12,042 10.1 
Net earnings......... $64,306 $62,870 1. $1436 2.3 

Per cent. of exps.........- 62.4 65.4 D. 3. ots 


The expenses include taxes and renewals of all kinds. The 
work — improving the road and equipment is proceeding 
steadily. 


Rutland.—tThe trial of the recent Treasurer, J. M. Ha- 
vens,for over-issuing preferred stock, last week ended in his 
acquittal. It is said that the ruling of the Court on this 
trial, if sustained, will make the over-issued stock a legal 
obligation of the company. 


St. Louis, Emporia & Western.—Local papers report 
that the engineers of this road have completed the location 
from Rich Hill, Mo., eastward to Brownington, 40 miles, 
and that contracts have been let for the bridge over the 
Marais des Cygnes. From Brownington the survey is being 
continued east towards St. Louis. From Rich Hill Junc- 
tion, Kan., the road has been located west 8 miles to Mound 
City and work begun on the grading. Negotiations are 
pending for the use of the Kansas City, Fort Scott & Gulf 
track from Rich Hill Junction to Rich Hill. 


St. Paul & Duluth.—This company has completed the 
purchase of the half-interest in the Taylor’s Falls & Lake 
Superior Branch heretofore owned by the Minneapolis & 
St. Louis Co. The St. Paul & Duluth is now sole owner of 
the branch, which extends from Wyoming, Minn., to Tay- 
lor’s Falls, 21 miles. This company bas operated the branch 
for some time, but has hitherto only owned one-half interest 
in it. 

South Pennsylvania.—It is stated that the contracts 
for the six long tunnels on this road, and for the masonary 
of the bridge over the Susquehanna River at Harrisburg, 
have been let, but the names of the contractors have not 
yet been given out. Contracts for part of the grading will 
be ready for letting in a few days. 


Strike of Switchmen.—At noon on Oct. 15 the switch- 
men and yardmen employed in the railroad yards at East 
St. Louis struck. their demand for increased wages not hav- 
ing been acceded to by the roads. They number about 600 
in all, and the general rate of pay has been $1.55 per day, 
except in the Chicago & Alton yard and that of the St. 
Louis Bridge Co., where they received $2. They asked for 
the same wages as are paid in Chicago, $65 a month, with 
extra pay for over time and Sundays, a month to be 26 days 
of 10 hours each. The strike stopped all movement of freight 
trains, 


Texas & Pacific.—It is stated that an informal confer- 
ence of holders of the income and land-grant bonds was 
held in New York last week, at which it was decided to 
begin a suit against the company to test the right of 
holders to recover interest for the two years ending July 1 
last. The bondholders claim that the road is now earning 
enough te pay the interest. 

On Oct. 15 the company gave notice that, in accordance 
with the option given by the terms of the mortgage, it 
would pay the two years’ interest on these bonds in scrip. 
This will prevent the bringing of the proposed suit. 


Toledo, Cincinnati & St. Louis.—Mr. Charles F. 
Kittredge, of Boston, who re’ nted some of the first- 
mortgage bondholders of the Toledo, Cincinnati & St. Louis 
Railway before Judges Baxter, Drummond and Walker at 
Toledo, O., has sent out his report to the bondholders, in 
which he says of the bill in equ v of Greenville D, Braman, 
under whi . Dwight was temporarily appointed Re- 








ceiver : ‘‘The legal documents in the case appeared to have 
been prepared in or to have passed through offices of counsel 
in Boston, New York and Cincinnati, and Mr. Dwight was 
appointed temporary Receiver upon some one’s assurance 
to the Court that all parties in interest consented, and with- 
out any examination by the Court of papers in the case. If 
all the allegations contained in the bill were admitted to be 
true, the petitioner had no case, and could not amend his 
bill and state a case which would entitle him to the appoint- 
ment of a receiver.” Mr. Kittredge adds: “I need not 
say, 1 considered it for the interest of those I represented 
that a receiver be appointed, but I could not do otherwise 
than oppose the appointment of a new receiver and 
the continuance of the temporary one, under _ pro- 
ceedings which were invalid, and which wereincapable of 
being made the proper foundation for protecting the prop- 
erty your money has been used to create.” In relation to 
the present condition of the road, he reports as a result of a 
trip over the line: ‘‘There is immediate necessity for new 
rails over many miles of the road, and especially between 
Bluffton, Ind., and Delphos, O.—35 miles—and between 
Delphos and Toledo,—74 miles—except for about seven 
miles where new rails have recently been laid. The greater 
part of the entire road needs ditching and ballast. Side 
tracks should be laid at stations and stopping places, water 
tanks built in places where water can be obtained to supply 
them, and many other facilities supplied which are indis- 
pensible for the proper operation of the road. It was gen- 
erally expressed by those connected with the road that 
the earnings for at least three years would be 
necessary to put it in prceper conditiov. The 
rolling stock is also in need of many repairs. There is no 
valuable interest to protect except of the first-mortgage 
bondholders, and the sooner these bondholders take active 
measures for their protection the better it will be for them. 
The stock and junior securities are of no real value, and are 
likely to be used only to the detriment of the first-mortgage 
bondholders. The action now to be taken is: First, to fore- 
close each first mortgage on the several divisions of the 
system, and have one receiver appointed for the whole; 
second, unite all or so many divisions in one system as will 
be for the interest of the whole. In answer to many iu- 
quiries, I desire to state that the bondholders by whom the 
circular of Sept. 24 was presented, and the large number in 
whose behalf this report is made, and their representatives 
are acting, and will continue to act, for the best interests of 
the first-mortgage bondholders, whose money alone has 
created all of value there is or can be made out of the road; 
that they will co-operate with the Parker House representa- 
tives, or any other, so far as their action will tend to pro- 
mote the interests of the first-mortgage bondholders and 
enhance the value of the road, but not otherwise, and will 
not lend their influence or aid to. the promotion of an 
scheme for fioating the junior securities or stock of the road, 
to the detriment of the first-mortgage bonds. I have reason 
to believe that the Central Trust Co. of New York will take 
the proper steps to foreclose the mortgages, when requested 
by a reasonable number of first-mortgage bondholders in 
the respective divisions, although I am informed that no 
action has been taken upon the request of the Boston parties 
who engineered the Braman proceedings, and whose méet- 
ings since Judge Baxter’s decision have been held in secret.” 
The Boston Advertiser of Oct. 17 says: ‘‘The Executive 
Committee of the Parker House committee of bondbolders 
of the Toledo, Cincinnati & St. Louis Railway, consisting of 
Messrs. John Felt Osgood, E. B. Phillips, R. B. Fuller, W. 
D. Hobbs and N. B. Mansfield, has issued a circular to the 
bondholders, asking that their proxies may be sent to Mr. 
Osgood to represent them at the receivership hearing 
on Saturday next, and adding: ‘The instructions to 


-|the Committee were to protect the property in its 


entirety ; prevent the breaking up of the road, and 
give to each class of security holders their full rights, and, 
if possible, have but one Receiver. The Committee is now 
acting and will continue to act in accordance with the above 
instructions.’ In addition to Mr. Osgood, quite a number of 
directors and bondholders, about 15, inclusive, will be at 
Cincinnati to attend the session of the Court. It is said that 
the favorite of the Committee for Receiver is Mr. C. C. 
Wheeler, late general manager of the Atchison, Topeka & 
Santa Fé, who is now at leisure, and who would doubtless 
prove an efficient and capable manager, and acceptable to 
all interests.” 


Union Pacific.—Notice is given that the full amount of 
$12,500,000 stock and $12,500,000 first-mortgage bonds 
authorized on this company’s Oregon Short Line will soon 
be issued. The amount heretofore issued and listed on the 
Stock Exchange is $4,000,000 stock and $8,000,000 bonds. 
One-half the stock will continue to be held by the Union 
Pacific Co., securing its control of the road, subscribers to 
the bonds receiving the other half, $500 stock being issued 
with each $1,000 bond. 


Wabash, St. Louis & Pacific.—The following state- 
ment has been made public for the month of August : 








ie sas nia cnc sbeebs" x Sev atetadenSd Shon be0dsne $1,779,841 
Expenses (61.3 per cent.)............000 ceeeseee coneees 1,091 ,242 
ee a ere ee $688,599 


The fixed charges for the month, it is said, are $429,000, 
showing a surplus of $259,599 for that period. 





ANNUAL REPORTS. 

The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 
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Gobasahta & Greenville. ........ 59 Pittsburgh Cin. at St. Lonis....312 
asrndnhhnnionpecesacntua 356 Pitts , Ft. Wayne & Chi.. . B40, 495 
Coma. & Passumpsic Rivers... .605 Pittsburgh & Lake Erie . 40 
Connecticut River. wee- el5 Portland & Ogdensburg -100 
Delaware & Hudson. Ganai.100, 122 Portland & Rochester. --100 
Delaware, Lacka. estern...122 Providence & Worcester 104 
& Ww. 407 & Pittsburgh. - 41 
Des Moines & Fort Dodge ..... MOR TEMA cs on 55, oun soesduses ass. 511 
Denver & Rio Grande...... «...362 St. Joseph & bf men Seenancte 477 
Detroit, Lansin, We de cveese 629 St. L pcre & Terre 1 Haute ....651 
Erie & Pittsburgh. ............. £06: BET BORO... ..c.c0sa..s..- a 
Paropeen & North American:: 22 St pak e. Mt & oe I, 231 
seeeeee. 40 St. Louis & San Fran 197 
Ansa - Pere Marquette. ..: .....908 St. L., Vandalia & Terre Haute. 246 
GROCER, och. feosccisepocscce 1812, 574 St. Paul & Duluth ........... ... 104 
Grand Rapids & Indiana...... -651 St. Paul, ‘inn & Manitoba 510, 630 
GRAM THI wesscccccessss 59, 229 Savannah, Florida & West..... 312 
Hannibal & St Pn ncseeves 163 Sioux City & Pacific. 213 
Hanover Janc., Han. & Sorte South Carolina. 
Hartford a Conn. Wes Southern Pacific ..598 
OO RR RRA Sullivan County ; 
Houston me Texas Central . UN A RG wonadosvedhasssien se 4 
untingdon & ferre Haute & _eamappete - 362 
Hlinois Central remes & Pacific................. 231 
ndiana, Bloom. & W roledo, Ann ‘Arbor & Gd Trk..510 
ndianapolis & yy E Union Pacific . 164 
nternational & Great No...... 231 Utah Central... 
Jeffersonville, Madison & ind. rd Valley, of Ohio 2 
Kentucky Central.... __...... 244 Vermont Valley........ 4 
— — & Mich.So. 278, 298, 4 Vicksburg & Meridian ...... . 536 
aSn ee cans (ae cecntenent Virginia Midland . . 100 
ianigh Coal 4 ae Co.. 138 Wabush, St. Louis “& Pac. “167; 180 
Lehigh Val 73 Warren ~ A 
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Long Island. 73 Western — Telegraph 
Louisville & Nashville 510, 631,671 West Jersey... .............++. 0! 568 
Maine Central............. West Va. Centrai & Pittsburgh. ro 





M: mchester & & Lawrence 395 Wilmington & Norther: 






Manhatt Wisconsin Central ............ 
Atasaiilon "& Cleveland. 495 Woodstock ............. 
Meadville ........... ..495 Worcester & Nashua. 
eaioan National........... .-.473 York & Peachbottom....... 





Gulf, Colorado & Santa Fe. 


At the close of the last fiscal year, July 31, 1883, this com- 
pany owned and operated the following lines : 


Miles. 
Main line, “Galveston, TE Mi ENON oe 5 esncsrenccesne 274 
Houston Division, Alvin to Houston.......... .... .....0s00-- 24 


Eastern Division, Somerville to Montgomery a 
Fort Worth Division, Temple to Fort Worth........ .......... 
Northeastern Division, Cleburne to Dallas 





Additions during the 


ear were the Northeastern Division, 
54 miles; the Houston 


ranch, 24 miles, and the extension 


of the Eastern Division from’ Somerville to Navasota, 28 
miles; making 106 miles in all. 

The equipment consists of 51 locomotives; 37 passenger 
train cars: 1,387 freight cars and 8 service cars. Additions 
during the year were 9 locomotives, 8 passenger and 138 
freigbt cars. 

The general account, condensed, is as follows : 







Sundry ‘creditors . 
Current accounts and ‘balances . 
Income account.. 


yee 
Road cate property... 
Materials 
— accounts and balances. . 


74 
$12,939,746 
The capital stock was increased by $1,079,100, and the 

bonded debt by $1,335,000 during the year. 
The traffic for the year was as follows: 





1882-83. 1881-82. Inc. os Dec. 7-4. 
Passengers carried. 244,45 109,606 I. 124.828 123.0 
Passenger-miles ...11,788. 6,095, _ L 5 Ss 93.4 
Tonsfreightcarried. 432,792 347,176 I. 85,616 24.7 
Ton miles........... 066,544 39,961 1051 I, 23,105, 493 57.8 

Av. receipt : 

Per passenger-mile. 2.83 cts. 3.30 cts. D. 0.47 ct. 16.6 
Per ton-mile... .... 2.50 “ 2.50 * ee eee aay 


The large decrease in the average passenger rate was due 
to the reduction in fares required by the Texas law limiting 
passenger fares to 3 cents per mile. 

The earnings for the year were as follows: 














1882-3. 1881-2. Inc.orDec. P.c. 
DERE $1,578,119 $978,946 I. $599,173 61.2 
Passengers............ 333.574 201,289 I. 132,285 65.9 
Bees Wi fo 8 8: <6 0000085 157,264 70.838 I $6,426 122.1 
Total........ penance $2,068,957 $1,251,073 reg $17, 884 65.4 
EXpeMses.... ....000- 1,328,463 836,980 I 491, 483 658.7 
Net earnings. ...... $740,404 414,993 I. 326,401 79.6 
Grose earn. per tile. 4,197 3,465 IL. 734 21.2 
et te Lie: i, 355 8640.9 
Per cent. of exps.. ae 66.90 D. 2.70 


Expenses ientale taxes, 2 were $22,238 ia year 

and $12,895 the previous year. The average mileage worked 
was 493 miles last year, and 361 miles the previous year. 
The income statement is as follows : 


a I Is bac ooh c otic 6 0bnek eds skestNecesbaenions $740,494 
rar erre 2 ehip Rn epeie uae Oe 430,001 
Surplus for the year.............-.s.e00 Shaw ae wabeoeacie $310,493 
Ps Ny Wy WS Se bocce enelis sede rscecccctcces e- 191.223 
i IR int obi doeens acs ceurorasesvescesie $501,716 


The report says : ‘* The business of the year has been very 
satisfactory, considering that the 106 miles of increased 
road added but little to our net earnings. This was owing 
to lack of depot facilities in Dallas ; to lack of connections 
at Houston for want of a bridge ; and to floods in the Brazos 


River. The difficulties are a obviated, and the business 
prospects for the coming season are good, although 
will fall short 


it is estimated that the cotton ‘a 
20 per cent. of last year’s yield. In June last your 
directors ascertained that the cost of your road, com- 
pleted in a first-class manner and carefully equipped, 
together with the necessary depot facilities (which were 
purchased at 1 cost) at all the principal towns and 
cities through which your road passes, would amount to 
more than the proceeds of your authorized first-mortgage 
bonds and stock. As the capital stock authorized and 
issued amounted to $4,560,000, the full face value of which 
went into the road in cash, thus forming an awpie basis of 
credit and security to a further issue of bonds, it was deter- 
mined that no further issue of stock should be made, but, 
instead,that the stockbolders be asked to authorize a second. 
mortgage 6 per cent. 40-year bond of $13.000 per mile, the 
issue to be limited to $2,000 per mile the first year, aud the 

proceeds from their sale to be applied to the payment of all 
Soatlan indebtedness, and increasing the road’s efficiency. 
On Aug. 1 the stockholders authorized the issue, and the 
bonds are now bein d for issuance in October, when 
the fl ating debt will be canceled. 

The further issue of second-moitgage bonds is limited to 
$1,000 per mile gt year for each mile of main line of road 
completed or to be cumpleted, and the proceeds are to be 
a, if used at a together with the proceeds of the first 

mortgage bonds, in the further extension of road, main line 
or branches. The limitation of the issue of the secoud- 
mortgage bonds to $1,000 per mile of road each year will, 
of necessity, compel a conservative course, but still will en- 





able the company to gradually extend the road, if your 
directors so determine. When it is taken into consideration 
that 12 years must elapse before al) the second-mortgage 
bonds can possibly be issued, it will readily be seen that they 
will be sought for asa perfectly safe investment. 

“The development of the country traversed by your road, 
and the yearly increase of business therefrom, will give us 
sufficient increase of earnings to pay all increase of interest 
on bonded indebtedness, without affecting your stock as a 
dividend-paying investment. Dividends may be regularly 
expected from this time forward. 

“The unoccupied lands along the line of road are being 
steadily taken up by permanent settlers, and the towns in- 
creasing in population. Large business houses have been, 
and are being established along the route of the road, and 
everything indicates increasing business.” 





Ohio & Mississippi. 

The report of the Receiver of this road for the calendar 
year 1882 has already been published. At the annual 
meeting last week the President presented the following 
statements: 

* The net earnings for the years ending with June 30, as 
shown by the Receiver’s books, were as follows: 


PIR gana k hc cts ohne hac kante sere ain taadopebas tons $1,280,261 
I 5g 5 sae 0 ccs dn seketaescabe os balgpp eso coaaenn vs 1,118,627 
Es Bcabaed sess. tgb dsncse adios. stab chi bentenee 844,612 
Ia Che's ae aa! RoE H Waacinn DANS OMae See loka ezs 1,121,265 








$4,364,865 

“‘ The favorable increase of earnings in the period last 
vamed seemed to justify the directors in going forward in 
the execution and due record of the mortgage in all the 
counties of the four states in which the company’s property 
is situated, the engraving of the bond, and the printing of 
about 3,000 ready for issue. All this has been done, and 
the first issue, as directed by the stockholders, is now ready 
to be made whenever the directors can be assured of a 
market for the bonds at a reasonably fair rate of discount. 
a The present liabilities of the company may be stated 
thus: 


Total net earnings, four years..................4. 


Firt-mortgage 7 per cent. bonds due Jan. 1, 1898...... $6,614,000 
Second-mortgage 7 per cent. bonds, due April 1.1911. 3,829,000 
Springfield Division 6 per cent. bonds, due Nov. 1, 
PP aigenk: Sans scncdaveh shumewachiKagksess cab bice oe seiane 2,009.000 
RO I i ocns dan ccacandozecansKuesoeenesves $12,452,000 
Floating Debt: 
Income and funded debt bonds due Oct. 1, 
Be ove cect sa rosy se aneaeeaaxed $174,000 
Old Western Division bonds past due......... 97,000 
Debenture bonds due May 1, 1883............. 140,000 
Debts secured by pledge of ‘Springfield Divi- 
IE, Sea c ux chalayawis Oh aecd choses. untiat 250,000 
NN TORII os cic tennece) J( aSSbbadED 100,000 
Arrears of interest on first, second, and 
Springfield Division mortgage bonds at 
cnet cemscntcrattn s<euGeeidnee estes tee 822,955 
Arrears of sinking funds exclusive of interest 
on first-mortgage bonds and first-mortgage 
SUIS acs. cdebasece ston cevasksrens 496,845 
—-— 2,080,800 
NN os «occas <pinan phbcdanminaeeh ewe Eee $14,532,800 


‘* This total represents the whole indebtedness of the com- 
pany, except possible claims for interest on interest. 

‘**Tt will be seen that of the foregoing $2,08U.800 is now 
due. To provide for its payment, and for possible claims 
for interest above referred to, and to procure additional 
rolling stock and terniinal facilities now imperatively de- 
mandcd by increased business, the sale of about $3,000,000 
of the bonds authorized is proposed to be made. When 
this shall have been effected tbe annual liability for in- 
terest on funded debt will be $1,032,700. To this must be 
added the annual contribution to the sinking funds, which 
as made go to the reduction of the debt, and which ‘for the 
current year amount to $78,000, making the total annual 
fixed charges to be $1,110,700. The net revenue for the 
four years preceding June 30, 1883, amounted to $4,364,- 
865, or an average per year of $1,091,216, or within less 
than $20,000 of the sum required to meet the annual fixed 
charges after the issue of $3,000,000 of the new 5 per cent. 
bonds shall have been made. 

“On the main line and Louisville Branch steel rails have 
been substituted for iron, excepting about eight miles of the 
Western Division, where changes are now being made. 
Valuable depot improvements have been effected, new roll- 
ing stock purchased, bridges washed away or injured by 
floods have beer restored or repaired, and the road-bed 
elevated at points liable to flood encroachments, so as to be 
above any flood not exceeding 62 ft. above low water mark 
of the Ohio River ; and it may be truly said that the prop- 
erty as a whole has been rendered more valuable by hun- 
dreds of thousands of dollars. 

‘** These accretions in improvements and extraordinary re- 
pairs were paid by the Receiver, under the sanction of the 
Court, out of earnings, and were charged in his accounts as 
working expenses. There was also paid and charged to work- 
ing expenses in the three years ending Dec. 31, 1882, an 
average annual expenditure of $134,865 for the use, under 
the name of mileage, of the cars of other companies, the 
greater part of which will be saved by the proposed addition 
to the company’s own equipment, say to the value of 
$500,000, It should also be borne in mind that the greatly 
diminished earnings for the year ending June 30, 1882, 
was due to the very unusual failure of crops for that year 
—unusual in the extent of territory which it em- 
braced and in its duration, thus involving both wkeat and 
corn, to which was added the ruinous effect of a rate war, 
inaugurated by competing lines on all through eastbound 
business. 

“The expenditures occasioned by that flood in 
renewals and repairs on the main line, as we are advised by 
the officers of the Keceiver, amount to $52,623, and on the 
Springfield Division, chiefly for bridges destroyed on the 
Sangamon River, to $24,666. Other damages, including 
loss and injuries to goods at Cincinnati in course of transpor- 
tation, amount to $20,325, making the sum of the direct 
losses from the flood $97,614, charged to working expenses 
for the year.” 





East Tennessee, Virginia & Georgia. 


At the close of its last fiscal year, June 30, 1883, this 
company worked the following lines, owning ’all of ‘them 
except as noted below : 

Miles. 
East Tenn: ssee Division, Bristo], Tenn., to Chattanooga.... 242.0 
North Carolina Branch, Morristown, Tenn., to _— Rock 43.3 


Ohio Branch, Knoxville, Teun., to Jellico...... veh bhbe’ 65.5 
Ooltewah Cut-off, Ooltewah, Tenn. , to Red Clay.......... 11.€ 
Alabama Division, ‘Cleveland, Tenn., to Selma, Ala........ 264.0 
Selma, Ala. to Meridian, MNES sisda'cs ncth eet vee 0.56% ovens 113.0 
Atlanta Division, Rome. Ga., te Macon. 158.6 
Brunswick Division. Macon, Ga., to Brunswick, . RT 190.0 
Cochran, Ga., to Hawkinsville’ REPEETRR EG sae heghyus gees 


WOR. os chaciss 60 b6cdeeces Jecedgebsecdencksmeun 
Of the above road 18 miles of the "Meridian Sub-division 


eeeerte 





are owned by the Mobile & Ohio Co., but used by the trains 
of this road under a contract with that company. Of the 
Atlanta Division 17.6 miles operated are the joint property 
of this company and the Georgia Pacific Railroad Co. 

Additions during the year were the Atlanta Division, the 
Ooltewah Cut-off and an extension of the Ohio Branch 27 
miles to Jellico, makivg 197.2 miles in all, as noted below. 

The company also leases the Memphis & Charleston road, 
with 292 miles owned and 38 leased, but the operations of 
that road are included in that report. 

The general account, somewhat condensed, is as follows: 


Liabilities. 
SLNNONE. cin cnnics Scababyanveacensdens stus wens ten $27.500, a4 
NII 56. o\ cacbaccetdsanesaasecules- espeneatetah 16, 500,00 
Pons cece ne wavan ties sanaicee denny wate apie 47,905, 000 


Car and locomotive trusts 
State of Georgia...... 
Interest due July 1, 1883 
















Memphis & Charl ston cash account............-...6. 491,127 
amuel Thomas, President..................2002  seves 250,568 
Current accounts and balances....... ..........25 sees 315,877 
eS ceninisebes ccscce Pakbiceenamacoal Some $95,391,289 
Assets 

Road and equipment........ .... BioN ed iaintiaek a eae $83, - 918 
Miscellaneous property accounts........ ; 5,163 
Memphis & Charleston, coupon account 1, 116, 456 
Memphis & Char eston stock "195.375 
Other stocks and bo ds owned 19,750 
Car an | locomotive trusts.... . 1,590.215 
Co ’s bonds and stock unissued.................... mothe 767,432 
Central Trust Co , bonds held to retire prior liens..... 7,408,000 
8 Sane and balances 265,495 
Se eERa ASE ESE OEY LinsGehbinsciedve tosis 89,967 
Profit PUa a catexenasncehchta>ccnees sles mens Lideee 183,519 
MING inns cle ttcuheEena edt niemdncany seed oeaeenn $95,391,289 


The cost of road and equipment reported is $78,371 per 
mile. The total stock is $41,198 per mile; the funded debt 
(including income bonds, but deducting bonds held to pro- 
vide for prior lines) is $38,962 per mile. 

The funded debt consists of $632,000 old bonds due at 
various dates: $1,000,000 new 6 per cent. bonds of 1918; 
$3,123,000 new 7 per cent, bonds of 1900; $2,650,000 new 
5 per cent. bonds of 1930; $2,000,000 Cincinnati & Georgia 
bonds; $16,500,000 income bonds; $1,000,000 car-trust 
bonds; $115,000 Rogers locomotive trust bonds, and $22,- 
000,000 general first-mortgage bonds, of which $7,408,800 
are held to retire prior liens. 

The traffic for the year was as follows : 


be rr eee 832,052 

OS Sar ee ee 34,387,197 

Tons freight carried.................- Ses aeesanteeaee - __ 1,350,177 

EE cp heveudecadevadedecies aaswane 4k tana 171, 1817,836 
Average rate : 

Be IIIINNN INR 5 6.5. 5 0:01 50'n544i-coadcnse waediuaesen 2.80 cts 

Gs 5 dian 00h 5aiu beeabe ipasedensipebereD ice A: a 


Of the passengers carried 96.5 5 per cent., and of the tons 
carried 84.3 per cent. were local. The average passenger 
journey was 41.3 miles ; the average freight haul 127.3 
miles. Of the ton-miles 28.9 per cent. were of through and 
71.1 per cent. of local business, the average rate on through 
freight being 0.99 cent, and on local freight 1.72 cents per 
ton mile. 

The earnings for the year were as follows : 








1882-83. 1881-82. Ine or Dec. P.c. 
Ee $2,603,296 $2,128,649 I. $474,577 22.3 
Or ere $65,479 850,395 I 115,084 13.5 
Mail and express.... 153,330 126,953 I 16,377 11.9 
Miscellaneous.... 54,719 29,485 I 25,234 85.5 
, ee $3,7 776,754 $3,145,482 I. $6 31, 272 20.1 
Expenses... 2,383,702 2,051,127 I 332,575 16.2 
Net earnings..... $1,393,052 $1,094,355 I. $298,697 27.8 
Gross earn. per mile. 3,695 3.49L I. 204 5.8 
Net 1,363 1,215 I. 148 12.3 
Per cent. of expenses 63 11 65.21 D 2.10 


The average mileage worked was 1,022 miles last y ear and 
901 miles in the previous year. 

The income statement for the year is as follows : 
MO ogo wia.ss co basiedce noch oss cbatkee 


$1,393,052 
Interest on all classes of securities $1,308,539 


Taxes paid........ cacnenst oe Wnetewne we sege 74,768 
—-—- 1,383,307 
TI IE 5. onic Kotarcanadaess snes $9,745 
Receipts from Cincinnati & Georgia bonds sold....... 1,200,000 
SL aia Nensvrehen, Kerns Wwe oe -oSebeepneeneka oun $1,209,745 
Expenditures for construction......................... 1,188,846 
ND oan 's:a55 idida edie vancan teed. skate eens $20,899 


The expenditures for construction and equipment during 
the year amounted to $1,188,846. The chief expenditures 
were for the Ooltewah cut-off, the Indian Grave tunnel and 
the Atlanta shops. Provisions for these expenditures was 
made by tbe sale of Cincinnati & Georgia bonds from 
which $1,200,000 was ~ealized. 

The report says: ‘ During the fiscal year the increase in 
the number of miles operated by the company was 197, 
there being 1,098 miles at the close of the year, against 901 
miles at the close of the previous year. 

**The Ooltewah cut-off, 11.5 miles, was not completed 
until the close of the year, having been opened for business 
July 3, 1883. 

“The Atlanta Division (from Rome to Macon—158.6 
miles) was opened Oct. 4, 1882, long before it was in con- 
dition for the proper conduct of business. The extension 
of the Ohio Branch, 27 miles long, was not opened until 
June 4, 1883, and the Ooltewah Cut-off, 11.6 miles long, 
July 3, 1883: and as the equipment during the busiest sea- 
son of the year was entirely inadequate. it is safe to say that 
the company during the last fiscal year not only derived no 
benefit from the opening of its new roads, but that such 
opening was of positive disadvantage in diminishing its net 
revenue—the earnings of the new roads having been in- 
sufficient to pay their operating expenses. 

‘“‘Under these circumstances it is gratifying to note the 
large increase in the revenues of the older roads, and itis 
safe to predict that, with the additional 197 miles in suc- 
cessful operation, and with the additions which have been 
made to the equipment, the earnings for the present fiscal 
year will fully meet the expectations “ the friends of. this 
important system of roads. * * * 

‘The necessity for increasing the pe ’s equipment 
was fully demonstrated during the fall and winter of last 
year, when the company was unable to accommodate the 
traffic offering. Large additions have been made to the 
motive power and rolling stock, and it is believed that the 
former will prove adequate, at least during the present 
year, while the latter is stil insufficient to meet the require- 
ments of the rapidly-growing business. Timely additions 
should therefore be made to the rolling stock, especially to 
the box and coal cars now owned by the company. * * * * 

“*As previously stated, the extension of the Ohio Division 
was opened for traffic early last June. The result of its 
op-ration has been satisfactory. This road, in connection 
with the North Carolina Branch and the roads of the Rich- 
mond & Danville system in the South, and the Louisville & 
Nashville Railroad and its connections in the North, fur- 
nishes a short line of communication between the Carolinas 
= ve das states, the want ot which has long 

n fe. 





